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GUARANTY MYTH STILL LIVES 

Senator Smith W. Brookhart, of. Iowa, speaking at a 
Labor Day picnic in Chicago, said: “The railroads are given 
a protected income of at least five and a half per cent on 
many millions in watered stock.” 

Statements of this sort are somewhat excusable—or at 
least understandable—when they come from men who, 
obviously, have no information except what they get from 
reading speeches made by demagogues of the Brookhart 
type, but coming from a United States Senator, who ought 
to know what he is talking about when he discusses national 
problems, they can be explained in only one way. If Senator 
Brookhart does not know that the adequate income that the 
railroads are supposed to be enabled to earn is figured on 
valuation of property and not on securities issued, and that 
the railroads are not earning and have not earned anything 
like five and a half per cent since the transportation act was 
enacted in 1920, then he has no business to be discussing 
the subject. If he does know these facts and still mis- 
represents them, then what he is is obvious. There is 
nothing that is not justified that can be said of a man who 
speaks as Senator Brookhart spoke on this occasion. The 
bad effect of the untruths he uttered is incalculable when 
it is considered that many people heard him and many 
others read his remarks in the newspapers, and that those of 
them who had no special information on the subject had no 
reason to disbelieve him. 

But the older a myth becomes, up to a certain point, the 
more dogmatically it seems to be set forth, on occasion, as 
truth. The setting forth is likely to be made in a casual, 
illustrative way that causes great damage. James A. Edger- 
ton, who was nominated for the ¥ice-presidency by the 
Prohibition party, in his speech of acceptance at Fort Lyon, 


Va., August 29, spoke of a “guaranty” to the railroads 
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as being as obvious a fact as that moonshine was falling all 
around him at the time he was accepting the honor. After 
delivering his speech to the small company of party fol- 
lowers Mr. Edgerton went to a radio microphone in Wash- 
ington and said it all over again. 

In commenting on the fact that both major political 
parties had repudiated the equalization fee as part of the 


plan for legislative relief of farmers, he wanted to know 


why a return should not be promised to the farmers ‘inas- 
much as the railroads had been given a guaranty.” He 


dropped the subject there just as if there could be no ques- 
tion about the accuracy of his implication of fact and the 
conclusion drawn from it. He made his reference to the 
mandate Congress had given to the Commission to initiate _ 
rates so as to give the railroads a fair return as if he knew 
it constituted a guaranty and as if he had never heard of 
the complaints because the Commission had not initiated 
rates that would permit the roads to earn what the Com- 
mission had decided would be a fair return. 

Broadly speaking, there are not enough party Prohibi- 
tionists to make it worth while to think of the harm they 
could do were they all to believe that Congress, without 
division on party lines, in the transportation act, had given 
the railroads a guaranty. But Mr. Edgerton, who larded 
his speech with many references to the Bible, addressed, 
over the radio, not merely party Prohibitionists, but men 
as wet as the ocean and drys of varying degrees of kiln- 
curedness. He came on the air at a time when the family 
had sat down after dinner, or supper, to tell, by inference, 
how well qualified he was to be elected vice-president of the 
United States. Yet in the eight years the transportation act 
has been on the books, Mr. Edgerton has been so little in 
touch with public affairs that he has not learned that the alle- 
gation that Congress gave a guaranty to the railroads is as 
false as anything anyone trying to bear false witness could 


utter. 





BIG-STICKING THE COMMISSION 
An Associated Press dispatch from Madison, Wis., 
dated August 18, reads as follows 


A request that he endeavor to have the Interstate Com- 
merce Commission suspend rates on furniture which are to 
become effective August 22 was made today to Senator Wat- 
son, of Indiana, chairman of the Senate interstate commerce 
committee, by Governor Fred. I. Zimmerman. The governor 
made the request in behalf of the Wisconsin Furniture Manu- 
facturing Association. Similar requests against the new rates 
are being made, he understands, by Illinois, Iowa and Indiana 


officials. 
There could be nothing more despicable than for 
a senator receiving such a message to make the requested 
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A Broader Service for Shippers 
To and From the St. Louis Territory 


Sinois Terminal a 
Railroad System 


Comprising the following lines: 

















OINING of facilities ot 
the electrified and steam 
carriers of this railroad 

system under a common man- 
agement means much to ship- 
pers buying freight transpor- 
tation to or from the Illinois 
and St. Louis territory. 



























illinois Terminal Company, Lessee of 
The Se. Louis, Troy and Eastern Rail Road Company 
Se. Louis Electric Terminal Railway Company 
Se. Louis and Illinois Belt Railway 
Illinois Traction, Inc. (Main Division) 
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The Ihnois Terminal Railroad System is a trunk line carrier 
serving shippers in the St. Louis and East Side industrial zone 
with traneriver and terminal facilities and with freight, 
express and passenger transportation te and from Central, 
Northern and Eastern Illinois. - 
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4221 LOCUST STREET 
ST. LOUIS, MO. 





The map shows how these 
lines reach the important rail- 
way terminals in central and 
eastern Illinois and how they 
circle with an outer belt the 
vast industrial zone on the 
east side of the Mississippi 
river at St. Louis. 



































These steam and electrified lines 
serve exclusively more than 200 
industries and reach 3,000 others 
through reciprocal switching ar- 
rangements. They have access to 
a score of coal nines in three 
Illinois districts with annual pro- 
duction of 5,000,000 tons. 


This railroad enters St. Louis 
over its own independent rail 
bridge, with an elevated approach 
over the principal railway yards on 
the Illinois side. It is a trunk line 
as well as a participating carrier, 
serving shippers in the St. Louis 
and east side industrial zone with 
trans-river and terminal facilities 
and affording through freight han- 
dling by direct line haul to central, 
northern and eastern Illinois. Inter- 
change rates and connections exist 
with all railroads to and from all 
points. 


The facilities of the railroads 
comprising the Illinois Terminal 
Railroad System give this group 
of carriers decided advantage for 
prompt and efficient handling of 
shipments of every kind. 








FREIGHT TRAFFIC DEPARTMENT 
Electrified Lines, 1221 Locust St., St. Louis, Mo. — Steam Lines, Alton, III. 
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endeavor. Watson did not comply with the request. 
\sking a senator to ask the Commission to suspend 
«hedules or to take any other action is equivalent to 
asking the use of the “big stick” on commissioners. 
The only possible reason for sending such a request 
to a senator is to have him, by his compliance, say to 
every commissioner: “If you don’t do this, I'll vote 
against your confirmation when your nomination comes 
to the Senate.” It cannot be sent on the theory that the 
senator knows a thing about the case in hand. Not 
once in a blue moon does a senator know anything more 
about an issue before the Commission than the man in 
‘ the street. But the mere fact that a man is a senator 
= carries with a request by him for action on any matter 
the implication that he is threatening to knock the offi- 
cial head off the commissioner who fails to vote as re- 
quested. The Wisconsin governor and the Wisconsin 
, furniture manufacturers have the right to present to the 
Commission facts that they think should move it to take 
any desired action, but asking a senator to serve even as 





: a messenger boy to carry a request for suspension or 
“ any other action is equivalent to delivering a threat. 

Z\ It is true that the Commission is an arm of Con- 
a eress, to a certain extent. When it prescribes a rate 


for the future it says, in effect: “We here find a situa- 
tion that, if presented to Congress, would cause that 
hody to enact a statute declaring this rate unreasonable 
for the future to the extent that it may exceed 28 cents 
| a hundred pounds.” When the Commission says the rate 
was unreasonable in the past, it finds, in effect, a situa- 
“~ tion that, if presented to a court of competent jurisdic- 
5 tion, would have caused that body to find that the rate 
was unreasonable and give judgment down to the basis 
of a present rate of 28 cents. Congress cannot say any- 
thing about a rate as to the past. A court cannot say 

anything as to a rate for the future. Congress set up 
A the Commission as a substitute for both itself and the 
courts, in the matter of finding facts that would bring 





‘ the law into play. That is why it requires a man who 
) has a grievance to choose which agency he will use 
. for its redressing. If he elects to go to the Commission, 

the law closes the door to the court. If he goes to a court 
H he may not go to the Commission. Therefore, the sen- 

ator who writes or telephones to the Commission about 
} a pending controversy, or the man who asks a sen- 


| ator to ask the Commission to do anything, is in exactly 
the same position as he would be were he to ask a judge 
on the bench to decide a case for or against a particular 
litigant. 

Congress set up the Commission as a substitute for 
itself and the courts. It invited the shippers and car- 
tiers of the country to resort freely and with confidence 
to the Commission for the disposition of their controver- 
sles. 3y implication, it said it would not undertake, di- 
rectly, to pass on the facts pleaded to show that it 
should change the rate for the future. The act to regu- 
late commerce was a self-denying act by Congress. 

A letter or any sort of message from a member of 
Congress to a commissioner, or to the Commission, is 
An attempt to repeal the law, in so far as that case is 
concerned, and have it decided, not by the whole Con- 
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gress, but by a single member or a few members. If it 
comes from a senator, it carries a two-edged threat. In 
effect, it tells the Commission to disregard the message 
at the peril of having its appropriations cut down. The 
other edge, as we have said, consists of a notice to each 
commissioner that, if he fails to vote as the senator 
desir2s, he will be put on the list of those not to be con- 
firmed when again nominated. 

The late Senator LaFollette, who held objectionable 
views as to the power Congress should hold over de- 
cisions of the courts, took President Wilson to task for 
the meddling Wilson tried in the five per cent case in 
1914. Obviously, the present governor of Wisconsin 
thinks the rules of decency LaFollette thought applied 
to a President of the United States do not apply to him 
or to senators of the United States. 

Litigants before the Commission who suspect that 
any member of Congress has written to a commissioner 
should ask that all letters with regard to the case be 
put into the record so that all may know what facts or 
influences are to be met. There are dozens of Commis- 
sion cases in which letters from members of Congress 
have. been made a part of the correspondence record. 
There should be no such thing as a personal letter from 
a member of Congress to a commissioner about a case 
before the Commission. 


JULY RAIL EARNINGS 


Class I railroads in July had a net railway operating income 
amounting to $95,226,267, which, for that month, was at the 
annual rate of return of 4.34 per cent on their property invest- 
ment, according to reports filed by the carriers with the Bureau 
of Railway Economics, which says: 


In July, 1927, their net railway operating income was $85,135,153, 
or 3.97 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in July is based on reports from 
185 Class I railroads representing a total mileage of 239,994 miles. 

Gross operating revenues for the month of July amounted to 
$512,953,453, eompared with $509,678,377 in July, 1927, or an increase 
of six-tenths of one per cent. Operating expenses in July totaled 
$375,489,900, compared with $383,913,386 in the same month in 1927, or 
a decrease of 2.2 per cent. 

Class I railroads in July paid $32,592,568 in taxes, an increase of 
4.1 per cent over the same months in 1927. This brought the total 
tax bill of the Class I railroads for the first seven months in 1928 
to $214,465,224, a decrease of $2,216,979, or one per cent below the 
corresponding period in 1927. 

Twenty-one Class I railroads operated at a loss in July, of which 
7 in the eastern, five in the southern and ten in the western 

istrict. 

Class I railroads for the first seven months in 1928 had a net 
railway operating income amounting to $557,251,433, which was at 
the annual rate of return of 4.36 per cent on their property invest- 
ment. During the corresponding period of the preceding year their 
net railway operating income amounted to $558,133,495, or 4.47 per 
cent on their property investment. 

Gross operating revenues for the first seven months in 1928 
amounted to $3,419,809,817, compared with $3,534,617,731 during the 
corresponding period in 1927, or a decrease of 3.2 per cent. Operating 
expenses for the first seven months period of 1928 totaled $2,581,155,- 
648, compared with $2,694,463,568 during the corresponding period 
the year before, or a decrease of 4.2 per cent. 

Net railway operating income by districts for the first seven 
months with the epreentage of return based on property investment 
on an annual basis follows: 


ae, nr ee $ 21,203,549 4.45% 
COE, EM TOD es oo occcecccccctevesscasesee 104,732,868 4.77% 
Cotetenl TIRGGOG TOGIOR . 20. cc ccsccccccccccsves 127,427,634 *4.72% 
a rer err ree 38,752,691 6.69% 
Total Bastern District.........ccccccccccce Semghaes tae 4.91% 
ce eer 70,670,890 1.03% 
Northwestern Region. ......cccccsccccccccccess 55,092,945 3.45% 
COTEPEEIONOOTE TRORIOM . 60 cc ccc ccc caccenseccecee 91,546,375 3.84% 
BOUCHWOSUOTH TROBIOR, 20 oc ccccccccccccccccccnce 47,824,481 4.32% 
TORRE WORE TOETICE « o.oocc ccc cvccieserse 194,463,801 3.82% 
oo! Oe rere eres fl 41.36% 


Eastern District 


The net railway operating income of the Class I railroads in 
the eastern district during the first seven months in 1928 totaled 
$292,116,742, which was at the annual rate of return of 4.91 per cent 
on their property investment. For the same period in 1927 their net 
railway operating income was $308,325,034, or 5.30 per cent on their 
property investment. Gross operating revenues of the Class I rail- 
roads in the eastern district for the first seven months in 1928 totaled 
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$1,696,063,092, a decrease of 5.4 per cent under the corresponding 
period the year before, while operating expenses totaled $1,270,117,987, 
a decrease of six per cent under the same period in 1927. 

Class I railroads in the eastern district for the month of July 
had a net railway operating income of $48,479,077, compared with 
$46,617,961 in July, 1927. 


Southern District 


Class I railroads in the southern district for the first seven months 
in 1928 had a net railway operating income of $70,670,890, which was 
at the annual rate of return of 4.03 per cent on their property in- 
vestment. For the same period in 1927 their net railway operating 
income amounted to $78,390,228, which was at the annual rate of 
return of 4.60 per cent. Gross operating revenues of the Class I rail- 
roads in the southern district for the first seven months in 1928 
amounted to $448,130,367, a decrease of 6.6 per cent under the same 
period the year before, while operating expenses totaled $343,983,580, 
a decrease of 6.1 per cent. 

The net operating income of the Class I railroads in the southern 
district in July totaled $8,263,091, while in the same month in 1927 
it was $9,177,338. 

Western District 


Class I railroads in the western district for the first seven months 
in 1928 had a net railway operating income of $194,463,801, which was 
at the annual rate of return of 3.82 per cent on their property in- 
vestment. For the first seven months in 1927, the railroads in that 
district had a net railway operating income of $171,418,233, which 
was at the annual rate of return of 3.45 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the first seven months this year amounted to 
$1,275,616,358, an increase of 1.1 per cent above the same period last 
year, while operating expenses totaled $967,024,081, a decrease of one 
per cent compared with the first seven months the year before. 

For the month of July, the net railway operating income of the 


Class I railroads in the western district amounted to $38,484,099. The 
net railway operating income of the same roads in July, 1927, totaled 
$29,339,854. 
CLASS I RAILROADS—UNITED STATES 
Month of July 
Total operating revenues. .........cccceces $512,953,453 $509,678,377 
Total operating expenses..............0.05 375,489,900 383,913,386 
OR airs rata a pra tI Gta Ns far os GSP arate ae 32,592,568 31,308,317 
Net railway operating income............. 95,226,267 85,135,153 
Operating ratio—per cent..........ccceeeee 73.20 75.32 
tate of return on property investment... 4.31% 3.97% 
Seven Months Ended July 31 

Total operating revenueS................ $3,419,809,817 $3,534,617,73 

Total operating CEPeNsSeS. .... 20. ..s.ceces 2,581,155,648 2,694,463,568 
RSE eS ERR eee rrr 214,465,224 216,682,203 
Net railway operating income............ 557,251,433 558,133,495 
Operating ratio—per cent................ 75.48 76.2 


liate of return on property investment... 1.36% 


1.17% 





UNSEEN COSTS 

“Common carriers on highways and inland waterways en- 
joy an advantage provided at public expense, just as a mer- 
chant would set up rent free to do business in the county court- 
house or the city hall,’ asserts President L. A. Downs, of the 
Illinois Central System, in a public statement on “unseen costs.” 

The unseen costs in bus fares and truck and barge rates 
are those that would correspond to a railroad’s charges for the 
maintenance of and a return on its investment in its track 
structure, President Downs explains. The railroads collect fares 
and rates that must cover the whole cost of the service, while 
their competitors on highways and inland waterways use rights- 
of-way built and maintined at public expense. 

That this subsidy is comparatively large is indicated by 
President Downs’ analysis of his own railroad’s performance for 
1297. Something like 57 per cent of its ivestment last year was 
in its track structure. The return earned thereon plus the cost 
of maintenance amounted to nearly $36,000,000, or almost exactly 
20 per cent of the Illinois Central’s entire freight and passenger 
revenue for the year. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 25 totaled 
1,080,840 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 23,935 cars 
above the preceding week, with increases being reported in the 
total loading of all commodities except grain and grain products, 
which showed a slight decrease. The total for the week ended 
August 25 was a decrease, however, of 28,501 cars below the 
same week in 1927 and a decrease of 47,723 cars below the 
corresponding week two years ago. 

Revenue freight loading by districts the week ended Au- 
gust 25 and for the corresponding period of 1927 was reported 
as follows: 


Eastern district: Grain and grain products, 7,876 and 9,359; live 
stock, 2,571 and 2,921; coal, 43,385 and 47,478; coke, 1,772 and 2,540; 
forest products, 4,952 and 5,178; ore, 5,020 and 6,009; merchandise, 
L. C. L., 70,448 and 69,620; miscellaneous, 113,447 and 107,430; total, 
1928, 249,471; 1927, 250,535; 1926, 257,421. 

Allegheny district: Grain and grain products, 3,656 and 3,927; 
live stock, 2,279 and 2,672; coal, 44,794 and 47,272; coke, 5,218 and 
4,714; forest products, 3,289 and 3,176; ore, 12,410 and 11,676; merchan- 
dise, L. C. L., 54,095 and 56,231; miscellaneous, 94,063 and 92,264; total, 
1928, 219,804; 1927, 221,932; 1926, 227,578. 

Pocahontas district: Grain and grain products, 226 and 273; live 
stock, 268 and 288; coal, 40,053 and 48,257; coke, 344 and 430; forest 
products, 1,578 and 1,897; ore, 136 and 100; merchandise, L. C. L., 
7,588 and 7,584; miscellaneous, 6,712 and 6,282; total, 1928, 56,905; 1927, 
65,111; 1926, 61,793. 

Southern district: Grain and grain products, 3,925 and 4,341; live 
stock, 1,834 and 2,004; coal, 23,063 and 30,039; coke, 465 and 581; forest 
products, 19,357 and 22,103; ore, 898 and 1,149; merchandise, L. C. L., 
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39,546 and 41,933; miscellaneous, 52,095 and 56,319; total, 1928 
1927, 158,469; 1926, 150,930. , 

Northwestern district: Grain and grain products, 17,707 
live stock, 6,578 and 7,554; coal, 5,431 and 7,402; coke, 1,131 
forest products, 15,267 and 16,361; ore, 43,451 and 41,241: merchandiss 
L. C. L., 33,622 and 34,510; miscellaneous, 45,670 and 46,229; total 199s" 
168,857; 1927, 175,189; 1926, 183,087. oe 

Central Western district: Grain and grain products, 16,947 and 
16,795; live stock, 9,952 and 11,154; coal, 11,562 and 9,849; coke 274 
and 299; forest products, 13,326 and 12,018; ore, 3,650 and 3,140; mer. 
chandise, L. C. L., 35,178 and 35,255; miscellaneous, 69,836 and 6¢§ 860: 
total, 1928, 160,725; 1927, 155,370; 1926, 166,700. = 

Southwestern district: Grain and grain products, 5,843 and 5,597. 
live stock, 3,424 and 3,597; coal, 4,810 and 4,671; coke, 137 ang 172: 
forest products, 9,669 and 9,257; ore, 442 and 516; merchandise, L. c ™ 
16,766 and 17,511; miscellaneous, 42,804 and 41,414; total, 1928, 93 895: 
1927, 82,735; 1926, 81,054. ite 

Total, all roads: Grain and grain products, 56,180 and 60,849: 
stock, 26,906 and 30,190; coal, 173,098 and 194,968; coke, 9,341 anq 
10,078; forest products, 67,438 and 69,990; ore, 66,007 and 63,831; mer- 
chandise, L. C. L., 257,248 and_ 262,644; miscellaneous, 421,627 ang 
116,798; total, 1928, 1,080,840; 1927, 1,109,341; 1926, 1,128,563. ; 


141,182. 


and 20,559. 
and 1,349: 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April............ 3,738,295 3,875,589 3,862,703 
Four weeks in May ............ 4,006,058 4,108,472 4,145,890 
Five WeGHS I JuUNC...... 0.000 4,923,304 4,995,854 5,154,981 
POUPr WEGES 1 TEI occ ccccc0nes 3,942,932 3,913,761 4,148,118 
Four weeks in August.......... 4,230,809 4,249,846 4,388,118 
TE oni kivikisicectsetsacccowes 32,630,845 33,684,647 33,869,468 


RAILROAD FUEL OIL USE, 1927 


The Bureau of Mines of the Department of Commerce has 
made public a study of railroad fuel oil consumption in 1927, by 
Arthur Huber Redfield, assistant economic analyst, in the nature 
of a continuation of the study made as to consumption in 1925, 
by E. B. Swanson, also a member of the staff of that bureau, 
and a like study by Mr. Redfield, as to fuel oil consumption 
by the railroads in 1926. Ina notice about the study, the Bureau 
of Mines, in part, said: 


Greater consumption of fuel oil in California, due to local in- 
creases in the ton-mileage of revenue-freight carried, coupled with 
a smaller growth in the fuel-oil consumption of Washington and Ore- 
gon and with insignificant advances in the Rocky Mountain and north 
central states, served to augment the national consumption of fuel 
oil by railroads from 68,392,390 barrels in 1926 to 68,777,836 barrels 
in 1927, or by 0.57 per cent. This increase took place in spite of 
an important decline in the quantity consumed in the Atlantic states, 
a less important decrease in consumption in the south central states, 
and of a general diminution due to greater efficiency and economy 
in locomotive operation. Although a general 3% per cent decrease in 
revenue-freight traffic over the United States was reflected in a 
5.4 per cent lower consumption of fuel of all kinds in locomotives on 
Class I railroads, the total amount of fuel oil burned in locomotives 
on Class I railroads decreased by only 1.34 per cent, from 58,563,755 
barrels in 1926 to 57,781,302 barrels in 1927. This decrease was due 
chiefly to a lessened use of fuel oil in the Atlantic states. 

In 1927 a total of 68,130,158 barrels of fuel oil was purchased by 
the 162 Class I, II and III railroads included in this statement. Not 
only was this amount completely consumed, but 647,678 barrels in 
addition was drawn from stocks held in storage, so that the total 
consumption of fuel oil by United States railroads in 1927 amounted 
to 68,777,836 barrels. Stocks held by the railroads at the beginning 
of the year totaled 16,533,784 barrels, and at the end of the year, 
15,886,106 barrels, a decrease of 3.87 per cent. Of the total consumed, 
58,660,306 barrels, or 85.3 per cent, was burned directly as locomotive 
fuel; 10,117,530 barrels was consumed in construction and repair shops, 
power plants, ferry boats, and for other uses than fueling locomotives. 

Although each of the 162 railroads used some fuel oil in its 
operations, comparatively few used it in any considerable quantity. 
Only two railroad systems purchased more than 5,000,000 barrels 
each during 1927, and these two consumed jointly nearly half of the 
fuel oil burned by railroads in the United States. Only 4 railroads 
purchased between 2,000,000 and 5,000,000 barrels, 18 railroads be- 
tween 500,000 and 2,000,000 barrels, 18 railroads between 100,000 and 
500,000 barrels, 8 railroads between 50,000 and 100,000 barrels, while 
the remaining 112 railroads purchased relatively unimportant amounts 
of fuel oil during the year. 

As in 1925 and 1926, more than four-fifths of the national con- 
sumption of fuel oil by railroads was burned in the south central 
states and in California. Railroads operating in these two regions 
consumed altogether 57,087,059 barrels of fuel oil, or 83 per cent of 
the 1927 total. A little over 8% per cent was consumed in Washington 
and Oregon, and about 4% per cent in the Atlantic states. The re- 
maining 4 per cent was consumed in the north central states and in 
the area adjacent to the Wyoming and Montana oil fields. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
August 15-22, inclusive, was 226,882, while the average daily 
shortage was 46 gondola cars, according to the car service divi- 
sion of the American Railway Association. The surplus was 
made up as follows: 


Box, 111,041; ventilated box, 506; auto and furniture, 7,746; total 
box, 119,293; flat, 5,874; gondola, 33,331; hopper, 31,000; total coal, 
64,331; coke, 1,555; S. D. stock, 16,385; D. D. stock, 3,577; refrigerator, 
13,802; tank, 717; ‘miscellaneous, 1,348. 


Canadian roads reported a surplus of 17,500 box, 500 auto 
and furniture and 1,450 refrigerator cars. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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RATES ON SCRAP IRON OR STEEL 


Dismissal has been recommended by Examiner C. J. Peter- 

<on in No. 19919, Waste Material Dealers’ Association of Arkan- 
gas et al. vs. Chicago, Rock Island & Pacific et al., on a finding 
that rates on scrap iron or steel, in carloads, shipped interstate 
petween points in Arkansas and between points in Arkansas, 
on the one hand, and Memphis, Tenn., St. Louis, Mo., Chicago 
and Alton, Ill., and points taking the same rates or basing 
thereon, on the other hand, weré not and are not unreasonable. 
, hearing was held jointly with the Arkansas Railroad Commis- 
sion in connection with its complaint No. 618. 
’ (he examiner said that about 85 per cent of complainants’ 
shipments consisted of what was known as heavy melting steel, 
which at the time of the hearing sold for $12 per gross ton 
io. b. St. Louis, the nearest important market and that to 
which most of the shipments here considered moved. He said 
the record disclosed that the scrap iron market was in a de- 
pressed state. Referring to that condition in the industry and 
its relation to rate making, the examiner said: 


From 1912 to 1917 the price f. o. b. St. Louis was about $16 per 
Just prior to the entry of the United States into the 
World War the price rose to $43. In 1918 the government fixed the 
price on heavy melting steel at $29. In 1919 the price dropped to 
$20, and in 1920 to $8.50 or $9. During 1921 the price remained at 
the latter level. In 1922 the price rose to $22 or $23. And in 1923 it 
dropped to $16; in_ 1924, to $15; in 1925, to $14; in 1926, to $13; and 
in 1927, to $12. Complainants state that the present price of 612 
per gross ton leaves too narrow a magrin on which to do business. 
The actual cost of assorting, breaking up, and classifying this com- 
modity for market ranges from $3.25 to $3.50 per gross ton. The 
rate from Pine Bluff to St. Louis, for example, was and is 27 cents, 
or $6.05 per gross ton, leaving a margin of but $2.55 to $2.80 per 
syoss ton to cover the cost of the material, the cost of gathering 
and shipping it to Pine Bluff, and profit to the dealers. Complainants 
state that there is a great amount of this commodity which will be 
eathered and shipped if a suitable rate level is established. 
~ Jt will be observed that about two years after the price dropped 
to $8.50 or $9 per gross ton it rose to about two and one-half times 
those amounts. There is no evidence to the effect that the present 
price will not again rise. 
In considering the reasonableness of rates the economic con- 
dition of an industry may be relevant as it bears on the value of 
the service to the industry, and as it may permanently or for a 
long period of time affect the ability of that industry to pay the 
rates assessed, but taken by itself it can not be accepted as con- 
trolling. Rates and Charges on Grain and Grain Production, 91 
LC. C. 105, 143. 


Commodity rates, lower than the class rates, minimum 50,- 
000 pounds, said the examiner, had been applied and were ap- 
plied on scrap iron between the points here considered. He 
said that between points in Arkansas and between those points 
and the gateways rates based on the scale prescribed in No. 
9702, Memphis-Southwestern Investigation, 77 I. C. C. 473, ap- 
plied until July 8, 1928, when the scale of rates prescribed in 
the Consolidated Southwestern revision was established. He 
said the intrastate rates assailed had been approved by both 
the Commission and the Arkansas commission. After setting 
forth a table of the rates on scrap iron in effect between No- 
vember 27, 1923, and July 8, 1928, and at present, from repre- 
sentative points of origin to representative destinations, he said 
the rates in effect prior to July 8, 1928, were, on the average, 
about 16 per cent of the first class rates, or 56 per cent of the 
class D rates, contemporaneously in effect. He said the present 
rates were 17.5 per cent of first class or the same as prescribed 
in the Consolidated Southwestern revision for class E applica- 
tion. 

Complainants suggested a rate of $3 per net ton for 350 
niles, minimum 60,000 pounds, and rates graded therefrom for 
lesser and greater distances, accordinng to the report. The 
examiner said such rates would be equivalent to about 10 per 
cent of first class. He said a minimum of 40,000 pounds was 
suggested for movements to the concentration points because 
of the bulky nature of the inbound shipments, but that the record 
did not warrant a change in the present interstate and intra- 
state minima of 50,000 pounds. 


gross ton. 


In a proposed report in No. 20057, Alabama, Tennessee & 
Northern vs. Cincinnati, New Orleans & Texas Pacific and the 
Alabama Great Southern, Examiner Horace W. Johnson said 
the Commission should find the refusal of the defendants to 
enter into through routes and joint rates with the complainant, 
on interstate traffic moving between points on the complainant’s 
line, Mobile to Calvert, Ala., inclusive, on the one hand, and 
all stations on the defendants’ lines, on the other, via York, 
Ala., was not unreasonable or unduly prejudicial, except as 
to Mobile, which refusal, he said, should be found unduly preju- 
dicialk Johnson did not say how the undue prejudice should 
be removed. 
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The complainant’s line into Mobile was opened about Feb- 
ruary 1, 1928. Prior to that time its southern terminus was 
Calvert, Ala. The complainant said that its line had to be ex- 
tended into Mobile, on account of the falling off of its local 
traffic, so as to enable it to obtain through business between 
Mobile and all points. Prior to the construction of its line it 
had trackage rights into Mobile. The complainant’s case was 
supported by the Mobile Chamber of Commerce and the Ala- 
bama state docks commission. 

The examiner said the defendants’ lines were part of the 
Southern Railway system and that they relied upon paragraph 
4 of section 15, the anti-short-hauling paragraph, to defend them- 
selves against the complaint. The complainant contended that 
the defendants were separate and distinct from the Southern, 
but the defendants pointed to the decision in Routing on Cot- 
ton, 129 I. C. C. 387, as answer to that contention. In that case 
the Commission held that the Southern, Alabama Great South- 
ern and the C. N. O. & T. P. were tinder common management 
and control. The Commission also so held in Routing of Lum- 
ber from A. T. & N. Stations, 85 I. C. C. 527, and recognized 
the right of the Southern to protect its long haul. 

The complainant’s allegation of undue prejudice, the exam- 
iner said, was also based on the fact that the defendants par- 
ticipated in through route and joint rate arrangements with the 
Gulf, Mobile & Northern, Louisville & Nashville and Mobile & 
Ohio to and from Mobile while refusing to enter into such 
arrangements with the complainant. After noting the explana- 
tions made by the defendants of that situation, the examiner 
said that the fact remained, however, that through routes and 
joint rates, such as the complainant sought, were in effect from 
and to Mobile over the lines mentioned. 

Johnson pointed out that every station between Calvert and 
Mobile served by the complainant was also served by the South- 
ern and that to practically all stations on the rails of the de- 
fendants the Southern Railway System lines formed the short- 
est routes. He excluded them from his recommendation of 
undue prejudice. 


Examiner T. P. Wilson, in No. 18840, Swift & Co. et al. vs. 
St. Louis-San Francisco et al., has recommended that rates on 
soap and related articles from Chicago, Ill., and Calumet, East 
Chicago, Ind., to points in Oklahoma, Texas and southern Kansas 
be found unreasonable; that rates from South Omaha, Neb., to 
points in Oklahoma and Texas, and to certain points in southern 
Kansas, be found unreasonable; that rates from South Omaha 
to other points in southern Kansas be found not unreasonable; 
that rates from the same points of origin to points in eastern 
New Mexico and southern Missouri be found not unreasonable, 
and that reparation be awarded. 

The examiner said the Commission should find that the rates 
assailed to Oklahoma and, except as hereinafter stated, the rates 
assailed to Texas, were unreasonable to the extent they exceeded 
those prescribed from and to the same points in Consolidated 
Southwestern Cases, 123 I. C. C. 203; that the rates assailed 
from Chicago and Calumet, East Chicago, to Kansas points were 
unreasonable between December 19, 1925, and October 1, 1926, 
to the extent that they exceeded those which became effective 
October 1, 1926; that the rates assailed from South Omaha to 
Hutchinson, Wichita, and Coffeyville, Kan., were unreasonable 
to the extent that they exceeded 46 cents to Hutchinson and 
Wichita and 41 cents to Coffeyville; that the rates assailed from 
South Omaha to points in Kansas, other than the three points 
above mentioned, and the rates assailed to points in Missouri 
were not unreasonable; and that the rates assailed to points in 
New Mexico were not and are not unreasonable. 

“It may be,” said the examiner, ‘that some of the shipments 
on which reparation is here sought moved to points in south- 
western Texas, the rates to which, originally prescribed in the 
Consolidated Southwestern revision, are now being reconsidered 
by the Commission. If so, findings with respect to the rates 
charged on such shipments should he deferred until the result 
of such reconsideration is known.” 


RATES ON LUMP COAL 


Examiner F. A. Clifford, in No. 20426, Salina Chamber of 
Commerce vs. Arkansas Western et al., has recommended that 
interstate rates on lump coal from mines in Kansas, Missouri, 
Arkansas and Oklahoma to Salina, Kan., be found not unreason- 
able in the past but unreasonable for the future and that reason- 
able rates be prescribed. The report also embraces a sub 
number, Midwest Coal Association vs. Santa Fe et al. 

The examiner said the origin groups involved in the pro- 
ceeding were the Greenwood, Ark., McAlester and Henryetta, 
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Okla., groups, referred to as the Arkansas-Oklahoma group; the 
Rich Hill, Mo., Pittsburg, Kan., Spadra, Ark., and the Tulsa, 
Okla., groups. He said the Commission should find that the 
rates for the future would be unreasonable to the extent they 
exceeded the following rates which should continue the rela- 
tionship between the various groups prescribed by the Com- 
mission in Southwestern Coal Operators’ Association vs. A. W. 
Ry. Co., 89 I. C. C. 73: To Salina, from Rich Hill group, $1.90; 
from Pittsburg group, $2.10; from Arkansas-Oklahoma group, 
$3.10, and from Spadra group, $3.35. He said the Commission 
should further find that for the future the assailed rate on lump 
coal from the Tulsa group to Salina would be unreasonable to 
the extent it exceeded a rate 50 cents less than the rate herein 
prescribed for the Arkansas-Oklahoma group. 


WOOD PULP RATES 

A finding of unreasonableness, an award of reparation and 
the prescription of new rates have been recommended by 
Examiner F’.. D. Binkley, in No. 20553, Warren Manufacturing 
Co. vs. Boston & Maine et al., as to rates on wood pulp and 
the charges thereunder, from Mt. Tom, Mass., Berlin, N. H., 
and Madison, Me., to Milford, N. J. Binkley said the Commis- 
sion should find the rates unreasonable to the extent they ex- 
ceeded or might exceed 22 cents from Mt. Tom, 27 cents from 
Berlin, and 28.5 cents from Madison. 








OVERCHARGES ON ROAD MACHINERY 


Examiner Horace W. Johnson, in No. 20369, Frank B. An- 
derson Co. vs. Atlantic Coast Line et al., has advised the Com- 
mission to find that the rates assessed, south of Jacksonville, 
Fla., on shipments, interstate, of road building and excavating 
machinery, to destinations in Florida, were inapplicable, direct 
the refund of the overcharges and dismiss the complaint. 
The case was one of tariff interpretation, the defendants con- 
tending, among other things, that the machines or machinery 
in question were not machines or machines within the meaning 
of those words as used in the exceptions to the classification 
usable in this case. Johnson said that, following Lawrence 
Construction Co. vs. L. & N., 115 I. C. C. 439, and Buffalo-Spring- 
fiield Roller Co. vs. D. T. & I., 126 I. C. C. 177, the Commission 
should find that the class N rates were applicable on the ship- 
ments beyond Jacksonville. 








CORN NOT MISROUTED 


Examiner F. D. Binkley has recommended the dismissal of 
No. 20832, John Wickenhiser & Co. vs. C. I. & L., on a finding 
that two cars of corn, in bulk, shipped from Chalmers, Ind., 
to Waterville, Me., and Abbott’s Run, R. I., in December, 1926, 
were not misrouted, as alleged. 


B. & A. WOODPULP RATES 


In No. 20764, Albany Perforated Wrapping Paper Company 
vs. Boston & Albany, Examiner E. L. Glenn has proposed that 
the Commission find not unreasonable the rates on imported 
woodpulp from Boston, Mass., to designated points on the Bos- 
ton & Albany but find the rates on the like commodity from 
Albany, N. Y., not unreasonable in the past but unreasonable 
for the future to the extent they may exceed those proposed by 
the complainant. The proposed rates are 17 cents from Albany 
to Baldwinville and Worcester, Mass.; 10 cents to Chatham, 
Mm, Sas _— to Niverville, N. Y.; 10.5 cents to Mellenville, 
N. Y.; 15 cents to Mittineague and Westfield, Mass.; 14.5 cents 
to Woronoco, Mass.; and 18.5 cents to Natick and Wellesley, 
Mass. 

The complainant, with a mill at Sheet Harbour, N. S., im- 
ports woodpulp to mills in New England via Boston, Mass., and 
Albany, N. Y. It alleged the sixth class rates charged from 
Albany and the commodity rates charged from Boston to desig- 
nated points on the Boston & Albany were and are unreason- 
able. Glenn said the complainant sought rates to the Boston 
& Albany points the same as the scale of distance rates between 
points on the Boston & Maine and reparation on 15 carloads 
shipped between July 17, 1926 and April 10, 1928. The Boston 
& Albany, the report says, maintains commodity rates from 
Boston varying from 70 to 90 per cent of sixth class to meet 
Boston & Maine and truck competition. Glenn said there were 
many woodpulp mills on the Boston & Maine but none on the 
Boston &. Albany. He said the complainant objected to the 
rates from Boston because in the making of them distance was 
not the controlling factor. 





INAPPLICABLE LUMBER RATE 

A finding of inapplicability and an award of repaiation have 
been recommended by Examiner John Davey, in No. 20831, 
F. S. Murphy Lumber Company vs. Denver & Rio Grande 
Western et al., as to a Memphis combination rate of 88 cents 
on a carload of lumber shipped from Quincy, Calif., to Lexing- 
ton, Ky. Davey said the Commission should find that the ap- 
plicable rate was 84 cents and award reparation. The question 
was one of routing east of Louisville. He said the Commission 
should find that Lexington was on the line of the L. & N. run- 
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ning east of Louisville to Cincinnati and that, under t 
ing provisions, the through rate of 84 cents to Cincin 
applicable to Lexington. 
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LUMBER RATE UNREASONABLE 


Examiner T. P. Wilson, in No. 20620, Jackson (Miss.) Trat 
fic Bureau for H. L. Ruoff vs. Alabama, Tennessee & Northern 
et al., has recommended that the Commission find unreason, 
able a combination rate of 33 cents, on rough poplar lumber 
from Bolinger, Ala., to Memphis, Tenn., to the extent it ey. 
ceeded or may exceed 22.5 cents over the route of movement 
That rate was applicable over one route and has since bee, 
made applicable over another but not over the route useq in 
this case. Wilson said the shipment was overcharged at , 
rate of 38.5 cents. 


STEEL FLOOR ARCH RATE 


Examiner B. E. Stillwell, in No. 20854, National Concrete 
Metal Forms Corporation vs. L. & N., has recommended that 
the Commission find unreasonable the applicable class [| rate 
of 33 cents, minimum 36,000 pounds, on steel floor arches an 
end-caps, carloads, from Franklin, Ky., to Nashville, Tenn., anq 
award reparation. He said the Commission should find the rate 
unreasonable to the extent it exceeded the contemporaneous 
sixth class rate of 23.5 cents. The shipment was made in June 
1926. Reparation only was asked. ; 


POTATO RATE AND REPARATION 


A recommendation that the Commissiond irect the estab. 
lishment of a rate of 90 cents a barrel on potatoes from Camden, 
N., C., to Wapakoneta, O., has been made by Examiner F. DP, 
Binkley, in No. 20851, Mike Palmisano vs. Baltimore & Ohio et 
al., based on a finding of unreasonableness and undue prejudice 
‘as to a combination of $1.01 based on Lima, O. The complainant 
showed that his place of business was intermediate between 
Lima and Toledo, O., over the Baltimore & Ohio, Toledo being 
the more distant point. The examiner said that the departure 
from the fourth section was protected by an appropriate fourth 
section application, but that the carriers had not overcome the 
presumption of unreasonableness attaching to a higher rate at 
an intermediate point. He said the rate should be found not 
unjustly discriminatory. 


OPERATION BY MANUFACTURERS 


In a proposed report in finance No. 6771, proposed operation 
by Manufacturers Railway Company over certain railroad tracks 
in St. Louis, Mo., and over the Municipal Bridge between St. 
Louis, Mo., and East St. Louis, Il., and its approaches, Examiner 
O. D. Weed has recommended that the Commission find that 
present and future public convenience and necessity require 
operation by the applicant over the tracks and facilities of the 
city of St. Louis specified in the application, contingent upon 
reasonable terms of compensation being agreed upon with the 
city authorities and submitted to the Commission for its approval. 

The Terminal Railroad Association of St. Louis intervened 
and protested, for itself and its proprietary lines, against the 
granting of the application. The city of St. Louis, the Business 
Men’s Association of South St. Louis and the St. Louis Shippers’ 
Conference Association intervened in support of the application. 

The examiner said the applicant planned to use the Mu- 
nicipal Bridge and its eastern and southern approaches in 
connecting with the Alton & Southern, whereby it hoped to 
obtain large accessions to its traffic. 

The applicant, according to the report, asserted that if its 
application were granted, it would be able, in conjunction with 
the Alton & Southern, to do considerable of the interchange 
switching now done by the Terminal Railroad Association, re- 
ferred to as the Terminal, in a much more expeditious and 
satisfactory manner, because it would operate on much shorter 
lines than those used by the Terminal. 

The Terminal claimed that there was no need for operation 
by the Manufacturers over the bridge and its approaches, that 
the interchange and terminal service was now efficiently per- 
formed by the Terminal and that operation by applicant over 
the bridge would be an unnecessary and uneconomic duplication 
of facilities. It asserted, according to the report, that what 
was needed was further unification of terminal and transfer 
facilities in the St. Louis district in accordance with the alleged 
tendency in modern railroad management to consolidate and 
unify such facilities in large cities. 

“The: growth of railroad business in the St. Louis district 
has not been favorable to the complete unification of terminal 
and interchange service,” said Examiner Weed. “As the several 
carriers have built their lines into the district at different peri- 
ods, some have acquired much more extensive terminal grounds 
and facilities than others. The carriers more fortunate in this 
respect naturally do not want to share their advantages with 
other carriers, some of which are their strongest competitors. 
They have therefore delegated to the Terminal only such switch- 
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ing and interchange functions as they cannot themselves per- 
ie the examiner said the Municipal Bridge was built by the 
city of St. Louis largely with the object of providing a means 
jor competition in terminal and interchange traffic with the 
terminal. He said the latter had had for many years a prac- 
tical monopoly of the interchange switching in the St. Louis- 
East St. Louis district “and there has apparently been consid- 
erable dissatisfaction with its service.” In his conclusions, the 


examiner said: 


The use which the applicant seeks to make of the Municipal 
pridge and its approaches is not exclusive. Other carriers, including 
the Terminal, may use the bridge by permission of the city. Offi- 
cers of the Terminal, however, seem to minimize the advantages 
to be gained from the use of the bridge. They say that traffic passing 
thereover Would increase the congestion already existing in the Mill 
Creek Valley district, directly west of the bridge.. They also point 
out that the eastern approach crosses over the tracks of the Terminal 
in East St. Louis at a considerable elevation, so that connection 
therewith would cost some $200,000. mn 

Apparently the Terminal does not want to use the Municipal 
pridge unless it can control it. The record shows that the city au- 
thorities have urged the railroads to use it, have, in fact, made 
strenuous efforts to find a tenant for the structure. Those author- 
ities, however, do not want to give control of the bridge to the 
Terminal. The bridge was built, as above noted, to afford opportunity 
for competition with that company. As first planned the eastern 
approach ran right into the tracks of the Terminal in East St. 
Louis. This plan was strongly opposed by the city authorities. As 
the western approach connected with Terminal trackage in the Mill 
Creek Valley, they feared that to run the eastern approach into the 
tracks of that company would completely bottle up the bridge and 
prevent its use by any railroad except the Terminal. The plans were 
therefore changed and the eastern approach was raised, making the 
grade more gradual and carrying the approach over and some dis- 
tance beyond the Terminal trackage. 

An examination of the map of St. Louis shows very clearly that 
in the interest of economy and efficiency in freight transfer service 
across the Mississippi River the Municipal Bridge should be used in 
such service. The movement of traffic long distances up one side of 
the river and down the other side when it might be moved directly 
across, or with much shorter movements, is uneconomic and un- 
justifiable. This condition could be remedied by turning the bridge 
over to the Terminal to operate, as that company seems to desire. 
The city, however, which owns the bridge, does not want to give that 
company the exclusive use of it, and no good reason is perceived why 
it should not allow the manufacturers to operate over it, as the 
latter now seeks to do. While the unification of terminal and inter- 
change facilities in great transportation centers has certain obvious 
advantages it may produce an undesirable situation, as the applicant 
and the city authorities think it has in this case. Where competition 
can be preserved without much duplication of facilities it is usually 
desirable to preserve it. In the instant case it does not appear that 
there will be such duplication to any great extent. The applicarit is 
prepared to handle traffic across the river without much additoinal 
equipment and while, if the application be granted, some traffic will 
doubtless be drawn from the Terminal which the latter could handle 
with its present facilities, the amount of such traffic will evidently 
not be sufficient seriously to affect that company or its service and 
it will apparently be greatly to the advantage of the traffic, as it 
cin and doubtless will be handled with much greater expedition. 


BUILDING AND ROOFING MATERIAL 


In No. 17468, Philip Carey Co. et al. vs. Atchison, Topeka 
& Santa Fe et al., the Commission, by division 3, has dismissed 
the complaint on a finding that rates on building and roofing 
material, in carloads, from Lockland, Carthage and Cincinnati, 
0., to destinations in Missouri, Kansas, Nebraska, Iowa, South 
Dakota, Wyoming and Colorado, are not unreasonable or unduly 
prejudicial. 

Complainants alleged that the rates in issue were unreason- 
able and, as compared with the rates maintained on like traffic 
from certain points in Illinois to the same destinations, unduly 
preferential of complainants’ competitors at those points and 
unduly prejudicial to complainants. The shipping points alleged 
to be unduly favored were East St. Louis, Marseilles, Madison, 
Vandalta, Joliet, Waukegan and Chicago, III. ; 


EASTERN GRAPE RATES 


_ A wrong number was assigned in the abstract of the No. 
20141, Chautauqua & Erie Grape Growers’ Association et al. 
vs. Erie et al., in The Traffic World of July 21, p. 132. The 
anaee number is the one herein shown and not 10141, as therein 
shown. 


FNIANCE APPLICATIONS 


Finance No. 7104. Joint petition of the Mountain States Tele- 
phone & Telegraph Co. and the Burns Telephone Co., of Burns, Wyo., 
for approval of acquisition by the former of properties of the latter. 

Finance No. 7100. The Bell Telephone Co. of Pennsylvania and 
the Red Bank Telephone Co. have applied, jointly, for permission to 
sell to each other tangible telephone properties in Clarion, Elk and 
Jefferson counties, Pa., with a view to eliminating the annoyance 
and expense of duplication of facilities and service in the counties 
mentioned. The Pennsylvania commission has approved the proposed 
reciprocal transfer of facilities. 


Finance No. 7102. Southern Pacific Co. asks authority under 
Paragraph 2 of section 5 of the interstate commerce act to acquire 
entire control by stock ownership of the Northwestern Pacific Rail- 
road Co. The stock of the latter is now jointly owned by the appli- 
cant and the Atchison, Topeka & Santa Fe in equal shares and the 
applicant proposes to pay to the Santa Fe for its stock, $4,443,349. 
The applicant said that the proposed acquisition would be in the 
public interest because for many years the Northwestern Pacific's 
capital stock had been owned one-half by the Santa Fe and one-half 
by the applicant and that acquisition of the Santa Fe’s stock would 
vest in the applicant all the capital stock of the Northwestern and 
would place upon the applicant the entire responsibility for furnishing 
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adequate transportation service to the public. The Northwestern 
Pacific operates 477.68 miles of line in California. The Southern 
Pacific said the stock of the Northwestern had no ascertainable mar- 
ket value but that the price agreed upon represented the cost of the 
stock to the Santa Fe and the latter’s additional advances to the 
Northwestern to date, without interest. 


UNCONTESTED FINANCE CASES 


Report and certificate in finance docket No. 7078, authorizing the 
Florida East Coast Railway Co. to construct a branch line of rail- 
road in Palm Beach county, Fla., approved. 

Report and certificate in F. D. No. 6999, authorizing the Bonlee 
& Western Ry. Co. to abandon, as to interstate and foreign com- 
merce, its line of railroad in Chatham county, N. C. (extending from 
Bonlee, on the line of the Atlantic & Yadkin Ry. Co., southwesterly 
10.37 miles to Bennett), approved. 





SUSPENDED TARIFFS 


In I. and S. No. 3157, the Commission has suspended from 
September 1 until April 1 schedules in supplement No. 3 to 
Toll’s I. C. C. No. 1201. The suspended schedules propose to 
restrict the application of present rates on unglazed doors and 
other millwork articles to apply on such articles when manu- 
factured from alder, cedar, cottonwood, cypress, fir, hemlock, 
juniper, larch, pine, redwood and spruce only, which would 
result in higher combination rates upon shipments of unglazed 
fir doors veneered with lauan wood. The following statement 
of rates in cents per 100 pounds, on lauan-veneered, unglazed 
fir doors, C. L., from Tacoma, Wash., is illustrative: 


To Montreal, Que., present 103.5, proposed 125; Quebec, Que., 
present 103.5, proposed 132.5; Halifax, N. S., present 118.5, proposed 


145.5. 


In I. and S. No. 3158, the Commission has suspended from 
September 1 until April 1 schedules in supplement No. 4 to 
Norfolk & Portsmouth Belt Line I. C. C. No. 86, supplement 
No. 5 to Norfolk & Western I. C. C. No. 8188, and supplements 
Nos. 17, 18 and 19 to Glenn’s I. C. C. No. A-622. The suspended 
schedules propose to increase the handling charges on green 
hides and sheep pelts at Virginia, south Atlantic and Gulf ports 
(east of Gulfport, Miss.) from 2.5 to 3 cents per 100 pounds. 

In I. and S. No. 3159, the Commission has suspended from 
September 1 until April 1 schedules in supplements Nos. 21 and 
23 to Toll’s I. C. C. No. 1189. The suspended schedules propose 
to cancel joint through rates on battery separator material from 
points in California and other western states to points in east- 
ern Canada, which would result in increases. The following is 
illustrative: 


Battery separator material, not grooved furrowed or corrugated, 
in lengths not less than 18 inches, carloads, rates in cents per 100 
pounds, from Westwood. Calif., to Toronto, Ont., present 96, pro- 
posed 108.5. 


In I. and S. No. 3160, the Commission has suspended from 
September 1 until April 1 schedules in supplement No. 11 to 
Toll’s I. C. C. No. 1199. The suspended schedules propose to 
increase the rates on hay, carloads, from origins in Arizona to 
Chicago, Burlington & Quincy Railroad branch-line points in 
Kansas. The following rates, in cents per 100 pounds, is illus- 
trative: . 


To Cedar Bluffs, Kan., from Phoenix, Ariz., present 64, proposed 
102. 


In I. and S. No. 3161, the Commission has suspended from 
September 3 until April 3 schedules in supplements Nos. 4 and 
5 to Santa Fe I. C. C. No. 10626. The suspended schedules 
propose to restrict the routing of grain and grain products 
transited at points on the Santa Fe system, principally in Texas, 
by canceling the following provision, which would result in 
increases: 


Application of tariffs naming rates—Nothing in this circular 
shall be construed as contravening the regulations or routing pro- 
visions of the tariffs governing the through rates applied to ship- 
ments granted transit privileges under the terms of this circular. 

In I. and S. No. 3156, the Commission has suspended from 
August 31 until March 31, schedules in supplement No. 3 to 
Missouri Pacific I. C. C. No. A-7216. The suspended schedules 
propose to establish a penalty charge of 2.5 cents per 100 
pounds on grain and related articles from Atchison and Leav- 
enworth, Kan., and St. Joseph, Mo., when transited at Inde- 
pendence, Mo., and reforwarded via Kansas City, Mo., to cer- 
tain destinations on the Chicago, Burlington & Quincy, Chicago 
Great Western and Chicago, Milwaukee, St. Paul & Pacific. 


PETITIONS FOR REHEARING, ETC. 

No. 14831, Winding Gulf Colliery Co. vs. Chesapeake & Ohio 
et al., and No. 14498, Ragland Coal Co. vs. Virginian et al. 
Chesapeake & Ohio and Virginian ask for modification of order 
therein. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. Defend- 
ants ask for reconsideration of that part of decision in this case 
with respect to reparation. 

No. 19427, Henry Marble Co. et al. vs. Baltimore & Ohio 
et al. Central Railroad of New Jersey; Pennsylvania, and 
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Lehigh Valley ask for reopening and reconsideration by full 
Commission. 

No. 14729, Standard Oil Co. (Calif.) vs. Santa Fe et al. 
Complainant asks for rehearing, or in the alternative, reargu- 
ment. 

No. 16845, Iola Cement Mills Traffic Association et al. vs. 
Alabama & Vicksburg et al. Defendants ask for modification 
of order entered with respect to more definite determination as 
to the destination territory in Tennessee and Mississippi. 

No. 18207, Cliquot Club Co. et al. vs. Atlantic Coast Line 
et al. and No. 18969, National Mineral Water and Beverage 
Association vs. Baltimore & Ohio et al. Defendant carriers in 
official classification territory ask for reargument and recon- 
sideration by full Commission and for a postponement of effec- 
tive date of the order herein pending reconsideration. 

No. 19449, American Zine Products Co. vs. Baltimore & Ohio 
et al. Complainant has asked for reopening for further hearing 
and reconsideration. 

No. 18876, Henry Snyder vs. Erie et al. 
asked for reconsideration of the decision. 

No. 15474, the Charles Wolff Packing Co. vs. Arkansas West- 
ern et al. Defendants have asked for reconsideration upon 
record and for modification of the Commission’s decision and 
order. 

No. 18307, Marvil Package Co. vs. Norfolk Southern et al., 
and No. 18569, Vineland Basket Co. vs. Pennsylvania et al. 
Defendants have asked for consideration and adjudication of 
merits of their petitions for rehearing. 

No. 16701, Federated Metals Corp. vs. Pennsylvania et al. 
Complainant has asked for further hearing and further con- 
sideration. 

No. 16746, Independent Slaughterers’ Traffic Association et 
al. vs. New York Central et al., and cases grouped therewith. 
Defendants have asked for rehearing and/or reargument before 
the entire Commission and postponement of effective date of 
the order. 


Southern Ry. has 


No. 15644, Bissenger & Co. vs. Great Northern et al. Great 
Northern has asked for reopening. 
COMMISSION ORDERS 
No. 21125, Manhattan Oil Co. vs. Santa Fe et al. Skelly 


Oil Co. permitted to intervene. 

No. 16939, Railroad Commission of State of Florida et al. 
‘vs. Aberdeen & Rockfish et al., and No. 15545, Turner-Oklahoma 
Co. et al. vs. Atlantic Coast Line et al. The order entered in 
these proceedings on July 10, 1928, which was by its terms 
made effective October 10, 1928, on 30 days’ notice, has been 
modified so as to become effective November 9, 1928. 

No. 20909, East Texas Chamber of Commerce vs. Santa Fe 
et al. Pennsylvania, New York Central, Southern Pacific and 
Mallory Steamship Company are dismissed as party defendants 
hereto. 

No. 15912, the Ohio Farm Bureau Federation et al. vs. 
Ahnapee & Western et al; No. 19901, Armour Fertilizer Works 
vs. Akron, Canton & Youngstown et al., and No. 20235, National 
Fertilizer Assn., Inc., vs. Akron, Canton & Youngstown et al. 
The effective date of order of July 11 has been postponed until 
December 5. Tariffs are to be filed upon statutory notice. 

No. 14953, A. B. A. Oil Co. et al., and cases grouped there- 
with, vs. Santa Fe et al. National Refining Co. permitted to 
intervene. 

No? 17159 (and Sub. Nos. 1 to 5, inclusive), Southern Kansas 
Grain and Grain Products Association vs. Rock Island et al., and 
I. and S. No. 2420, transit at Kansas City, Mo.-Kan., on grain 
and grain products. Defendants’ petitions for reopening, re- 
consideration, rehearing and reargument denied. 

No. 20482 (Sub. No. 1), West Virginia Pulp and Paper Co. 
vs. Central of Georgia et al. Thompson, Weinman & Co., Inc., 
permitted to intervene. 

No. 21206, the Chamber of Commerce of Kansas City, Mo., 
et al. vs. Santa Fe et al. Atchison Chamber of Commerce of 
Atchison, Kan., permitted to intervene. 

No. 20930, International Paper Co. et al. vs. Ann Arbor et al. 
Thompson, Weinman & Co., Inc., permitted to intervene. 


HOCH-SMITH PETROLEUM 

The conference in No. 17000, part 4-A, rates on refined pe- 
troleum products from, to and between points in the southwest, 
and cases grouped therewith, for the making of plans for the 
gathering and presentation of data in the proceeding, will be 
held September 15 at the Jefferson Hotel at St. Louis, Mo. 
Reference to the conference was made in the Commission’s 
notice published in The Traffic World of July 21, p. 140. In 
announcing the date of the conference, the Commission referred 
to that part of the notice relating to a conference and in which 
suggestions as to topics to be discussed at the conference were 
asked for. Continuing, the Commission said: 


The following is a brief resume of the suggestions which have 
been received from interested parties as topics to be discussed at 
the preliminary conference: 

Corporation commission of Oklahoma 
man: 





Hon. Fred Capshaw, chair- 
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1. That the intrastate rates in Kansas he 
vestigation. 

2. That the proceedings be conducted cooperatively with al 
the six southwestern states. : all of 


included in the in 


With regard to the first of these suggestions, Mr. Capg} 
states: *pehaw 
Your order puts in issue ‘‘the relation between such interstate 


rates and charges and the intrastate rates and charges applyin 

the same products between points in the states of Texas, Oklahg = 
Arkansas, and Louisiana on and west of the Mississippi River. 
‘‘We are unable to understand how it will be possible to max 
such adjustment without also including therein the state of eee 7 

“It will be remembered that your Commission in its report 
the Kansas Ex Parte 74 proceedings, exempted Kansas petro] ~ 
rates from its order. The Oklahoma intrastate rates were theresa 
based on the Kansas intrastate rates thus permitted by the wed 
state Commerce Commission, as non-discriminatory rates. “There. 
after, interstate rates between Oklahoma and Kansas were based 
on the intrastate rates within the two states of Oklahoma and on 
sas. Based on production over a considerable period of years Okla. 
homa has been the leading oil producing and refining state The 
inter-relation between the Kansas business and the Oklahoma busi. 
ness has always been closer, perhaps, than that of the other states 
mentioned, and any possible prescribing of a _ different rate for 
Oklahoma than for Kansas would, therefore, disrupt the petroleun 
interests. Leaving out of consideration Kansas rates as your aaa 
does, promises a situation of this sort.’’ , 

Complainants in No. 20835—R. C. Fulbright, attorney. 

1. That there be included in the investigation the relation betwee 
the interstate rates and charges and intrastate rates and charg “ 
applying on the products under investigation between points in the 
state of Texas. : 

2, That the investigation be restricted to gasoline and refineg 
products taking the same rates and that heavier oils and petroleun 
products taking a lower basis of rates be excluded. ; 

3. That the investigation should not include the relationship oj 
rates on refined petroleum products in the southwest to other rates 
as contemplated in the Hoch-Smith resolution. ; 

Standard Oil Company of Louisiana—Luther Walter, attorney 

New Orleans Refining Company—c. A. Talley, traffic manager, 

Various interested carriers—Elmer Westlake, attorney. : 

That export and coastwise rates be not included in the investi- 
gation, 

Various interested carriers—Elmer Westlake, attorney. 

1. Should the same level of rates on refined petroleum products 
be prescribed for application in the entire southwestern territory with 
the exception of differential territory? . 

:, a. Should the same rate be prescribed for single «and joint line 
1uls? 

3. How shall distances under such scale be computed? 

4. Should a straight mileage scale be prescribed? 

5. Shall such straight mileage scale, if adopted, be applied from 
each individual point to each individual destination, or shall origins 
and/or destinations be grouped? : 

6. What fourth section relief shall the carriers be granted? 

7. ‘he Commission’s order of June 4, 1928, definitely makes one 
of the issues the relationship between the interstate rates and charges 
andthe intrastate rates and charges applying on the same products 
between points in the states of Oklahoma, Arkansas and Louisiana 
on and west of the Mississippi River. The complaint in Docket No. 
20835, Gulf Refining Company et al. vs. A. & S. Ry. Co. et al., makes 
an issue the intrastate rates in a part of Kansas. Should not the 
Commission’s order broaden the scope of the investigation to include 
intrastate rates in Texas, in the entire state of Kansas, and in 
Missouri south of the Missouri River? 

8. Should not the tariffs carry uniform commodity descriptions 
and minima? 

9. What is the scope of the present order, i. e., is it confined 
to rates entirely within the southwestern states, or does it include 
rates from points within those states to points without, and rates 
from points without to points within those states? 

10. That less-than-carload rates be not included. 

11. Order of presentation of evidence. 

Skelly Oil Company—A. F. Winn, traffic manager. 

1. That the investigation should not include any points on or 
north of the line of the Chicago, Rock Island and Pacific from Kansas 
City to St. Louis through Eldon, Mo. 

Other matters which suggest themselves as appropriate for dis- 
cussion, are: 

1. Time and place or places of hearing. 

2. What can be done to avoid unnecessary duplication of evidence. 

3. Distribution of exhibits prior to hearings. 


; Various suggestions have been received as to the time and place 
for the preliminary conference. Most of the parties have requested 
that the conference be held at some central point. Upon considera- 
tion of the various requests, it has been decided to call the conference 
at the Jefferson Hotel, St. Louis, Mo., September 15, 1928, at 9:00 
a. m., central standard time. 





HOCH-SMITH LIVESTOCK 


The Denver Live Stock Exchange, in a brief in No. 17000, 
part 9, livestock—western district rates, deals with transit ar- 
rangements at the Denver market. 

“There are now in effect, at Denver, transit arrangements 
permitting a change in ownership and the mixing, sorting, and 
consolidation of livestock at the market,” says the exchange. 
“These transit arrangements are vital to the present and future 
welfare of the market and it is earnestly desired that they be 
approved in this proceeding.” 

The exchange says it will be seen from its summarization of 
the testimony “that there is no one appearing in these pro- 
ceedings protesting the continuance of existing transit arrange- 
ments at the Denver market.” It says the record clearly 
demonstrates the necessity for the continuance of the arrange- 
ments and that their continuance is desired by the shippers 
patronizing the market and is agreeable to the markets serving 
the producer in competition with Denver, and is agreeable to 
the carriers themselves. 

“Such being the case,” says the exchange, “it is respect- 
fully requested that the Commission in this proceeding authorize 
and direct the continuance of the existing transit arrangements 
at the Denver market.” 
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september 8, 1928 
LIS BON COAL ROAD 
In an answer to the exceptions the trunk lines have filed 


to the proposed report of Assistant Director Burnside in finance 
“9, 6754, application of the Pittsburgh, Lisbon & Western for 
‘mission to extend its lines, and finance No. 6755, application 
of the Montour Railroad for authority to acquire control of the 
pittsburgh, Lisbon & Western, attorneys for the applicants treat 
the exceptions as suggestions by the trunk lines that the Com- 
mission should forbid the unification and construction of ex- 
tensions On two grounds: First, that the commodities clause 
would be violated because of the stockholding interest of the 
Pittsburgh Coal Company in the two railroads; and, second, that 
paragraph 18 of section 1 is intended to forbid the construction 
of new railroads if existing railroad facilities are adequate to 
carry the business. Both propositions are denied as wholly 
ynwarranted. In addition, the applicants point out that the 
commission has not refused applications for permission to build 
or extend lines because industrial companies were large stock- 
nolders or furnished large tonnages. They also pointed out that 
the Pittsburgh Coal Company was not, as intimated, the sup- 
plier of the largest tonnage. 

Historical facts on file with the Commission, the applicants 
gay, Show that the Lisbon and the Montour roads were organ- 
ied and were operating as common carriers before the Pitts- 
burgh & Lake Erie, one of the protestants, came into being 
or was even thought of. As a matter of fact, they assert, that 
art of the Pittsburgh & Lake Erie between Montour Junction 
and Stoop’s Ferry, Pa., was originally a part of the Montour 
which was projected to carry coal from inland mines to the 
Ohio River for futher transportation by the river before rail 
lines for such further transportation were available. 

“The Montour, owned always by coal mining companies,” 
says the brief, “was an operating common carrier in the Pitts- 
burgh district before the blossoming of even the century-old 
Baltimore & Ohio as a common carrier in that district. If 
priority of location carries with it any right to continuous opera- 
tion, then both the Lisbon and the Montour are entitled to have 
their applications viewed by the Commission with some liberality. 

“It may be further noted, as a matter of history, that the 
conception and the construction of the Pittsburgh & Lake Erie 
itself was the outgrowth of a rebellion on the part of Pittsburgh 
shipping interests against the monopolistic tactics of the then 
existing railroads. The establishment of the Pittsburgh & Lake 
Erie in this territory was fought by the Pennsylvania Railroad 
interests with the same vigor that these trunk lines now dis- 
play in their opposition to the plans of these applicants to con- 
tinue in existence and to enlarge their sphere of transportation 
usefulness and assist the shippers of the Youngstown district 
in their struggle with the trunk line railroads.” 

The Pittsburgh Coal Co., intervener, in its answer to the 
exceptions of the Pittsburgh & Lake Erie, Baltimore & Ohio, 
and Pennsylvania railroads to the proposed report of Assistant 
Director Burnside, says that the assistant director has fairly 
and properly analyzed the evidence and has shown an intelligent 
grasp of the situation. 

“The charge that the corporate relationship existing be- 
tween the Pittsburgh Coal and the Lisbon and Montour roads 
violates the commodities clause is not true,” says the coal 
company, “has no evidence to support it, and is not supported 
by the Reading or any other case from a legal standpoint.” 

The excepting carriers, says the coal company, have never 
shown any sympathy for or given endorsement to the establish- 
ing of river connections with their lines and the publication of 
railand-river rates, and have been consistently hostile to any 
such utilization of the Ohio River system. 

“The attitude of the excepting carriers is to oppose any 
project, regardless of the public interest, in which they are 
not the beneficiaries,” says the coal company. 

“It is becoming more and more apparent that projects such 
as the Lisbon road proposes must be given sympathetic con- 
sideration by the Commission in order that the injustice suffered 
in certain districts under trunk line service may be ameliorated. 

“The waterways can only be utilized and the public interest 
therein properly served by the carriers sympathetic to their 
use and depending upon them for large amounts of tonnage 
which they could not carry all-rail. Favorable action on the 
Lisbon application will operate aS a healthy stimulus to the 
public interest in our inland waterway development to the ad- 
vantage of both river and inland population and industry.” 


ST, LOUIS OFF-TRACK STATIONS 


Attorneys for the carriers in No. 19594, transfer of freight 
within St. Louis and East St. Louis by dray and truck for and 
on behalf of the railroads, and I. and S. No. 2934, off-track sta- 
tions and constructive receipt and delivery of freight at St. 
Louis and East St. Louis, in exceptions to the proposed report 
of Examiner Harry C. ‘Ames, declare that in the main they 
indorse the report. They take exception to only a few matters 
which they declare are very important to them. 

Ames recommended a finding of non-justification of the 
schedules the carriers filed putting into effect what they eall 


per 
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their one-transfer plan and a holding open of the Commission's 
investigation in order to permit the carriers to enter into an 
exhaustive cost study to determine the cost of various services 
to be performed in connection with off-track station receipt and 
delivery, interchange between railroads, and in direct deliveries. 
That recommendation, the carriers assert, means that they be 
required to continue things as they are, using all the off-track 
stations. 

In lieu of that, the carriers suggest that the report of the 
Commission provide for putting into effect the one-transfer 
plan proposed by them at the rates in the suspended schedules; 
and that after 90 days of operation the study suggested by the 
examiner be made under formule approved by the Commission. 
They suggest that when the cost data have been ascertained 
in that way that rates to be charged by the Columbia Terminals 
Company be prescribed to cover the cost of operation and rea- 
sonable profit, such rates to remain in effect for six months and 
then changed wherein necessary. They assert that there is no 
question but that the one-transfer plan will accomplish great 
savings to the carriers and that the only purpose of the pro- 
posed cost study could be to ascertain what rates the Columbia 
company should charge. That, they suggest, can only be done 
by making a cost study of the operations after the plan has been 
put into operation and given a fair trial. 

Furthermore, the carriers declare, some of the abuses that 
have grown up under the present plan, such as the allowance 
of 7 cents by east side lines on certain commodities that go to 
warehouses located in connection with the off-track stations and 
4 cents by west side lines, should be abolished at once. They 
assert there is no reason why the one-transfer plan, as proposed, 
should not be put into effect immediately. 

As to the profit-sharing plan they propose, whereby the 
railroads and the transfer company will split savings fifty-fifty 
with the transfer company, the railroads point out that, while, 
they do not seriously object to the examiner’s cost plus reason- 
able profit plan, they do believe that they ought to be given the 
right of election so that they may adopt the profit-sharing plan, 
if it appears to be more advantageous to themselves. They 
point out that the profit-sharing plan will be based upon the 
rates fixed by the first cost study, which will be cost plus rea- 


sonable profit. 

The carriers, with respect to direct delivery service charges, 
contend that the allowance on direct delivery service should 
be published in tariff form, filed with the Commission, and 
that no changes be made without the approval of the Com- 
mission. They contend that there is no legal obligation resting 
on them to furnish direct delivery service after they have pro- 
vided for drayage transfer from their on-track to off-track sta- 
tions. 

The Central Transfer Company, of St. Louis, Mo., in its 
brief of exceptions, submits that the examiner “has failed utterly 
to take into consideration certain testimony of vital importance 
to the public and to the protestants;” that he has misinterpreted 
the law and the facts; that he has made citations of decisions 
that are not applicable; that he has wholly disregarded certain 
provisions of the interstate commerce act and the law as laid 
down by the Supreme Court of the United States in interpreting 
the act, and that his conclusions are the result of false rea- 
soning and narrow construction and are at variance with the 
law as clearly set forth in the statutes enacted by Congress 
and defined by the highest court in the land. 

The transfer company contends that the Commission has 
complete jurisdiction over abandonment of stations and their 
operation; that the failure of respondents to show the adequacy 
of the plan is sufficient reason for the Commission to reject 
it in its entirety; that public interest demands that competition 
be maintained; that the proposed contract infringes upon public 
interest, and that the scope of the investigation is broad enough 
for finding that competitive off-track stations should be estab- 
lished for the benefit of shippers in certain districts. It renews 
its plea to be permitted to establish a station in “North St. 
Louis,” and that the respondents be directed to recognize such 
a station in their published tariffs and to make whatever allow- 
ances are deemed to be fair and reasonable for the service 
rendered. 

The St. Louis Chamber of Commerce, in its exceptions to 
the examiner’s report, objects to the statement in the report 
that the order of the Commission does not “contemplate any 
finding or orders in respect of the maintenance of existing or 
the construction of new on-track stations.” 

“If the record shows,” says the chamber, “to the satisfac- 
tion of the Commission, that the past and present maintenance 
and operation of off-track stations in St. Louis constitutes un- 
lawful discrimination, in violation of the interstate commerce 
act, then undoubtedly the Commission has authority to put an 
end to such discrimination. If it be shown, as we believe it is, 
that the only remedy for such discrimination is the construc- 
tion and operation, in St. Louis, of on-track stations by those 
east side lines which have no such facilities in said city, then 
it is clearly within the power of the Commission to require 
those roads to establish such facilities in St. Louis. This not- 
withstanding the fact that some further investigation by the 
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Commission may be necessary to the making of comprehensive 
orders on the subject.” 

The St. Louis chamber says that the present maintenance 
and operation of off-track stations constitute unlawful discrimi- 
nation against St. Louis shippers and receivers of freight seems 
beyond question. It refers to testimony which it says shows 
delay in the delivery of traffic by reason of use of off-track 
stations. Railroads not giving St. Louis all-rail service have a 
legal duty to give such service, says the chamber, and “they 
will never do it until compelled by an order of the Commission, 
for the present method of handling the traffic is cheaper than 
on-line service in St. Louis.” 

The St. Louis chamber also contends that the proposed plan 
of the respondents does not come within the purview of the 
Sherman act. 

“If that be true,” it says, “and the Commission approves 
it, will not that tribunal be lending itself to the consummation 
of a criminal conspiracy, in violation of the laws of the United 
States? To our minds that would be unthinkable, and for that 
reason there seems to be no escape from the duty of the Com- 
mission to consider and dispose of the contention made in this 
case that this one-transfer plan violates the Sherman act.” 

The chamber further says that, in its judgment, about the 
worst thing that could happen to the respondents and the ship- 
pers is for them to be at the mercy of an uncontrollable mo- 
nopoly of the transfer of this traffic. 

The St. Louis Shippers’ Conference Association, in its ex- 
ceptions, makes argument in support of the following: 


Off-track station facilities and services at St. Louis are.not the 
substantial equivalent of on-line facilities and services. 

St. Louis drayage services herein involved constitute practices 
over which the Commission’s powers are very broad. 

Elimination of competition in off-track station facilities and 
services is not in the public interest and will result in an unjust and 
unreasonable practice. 

Commission has the direct power to fix the amount of allowances 
to be paid for both off-track station and constructive delivery services. 

Commission has the power to order the establishment of off-track 
facilities and services in the northwest and southwest industrial sec- 
tions of St. Louis. 

Constructive delivery service 
stricted to a limited number of transfer 


and allowance should not be re- 


companies. 


The Association of Team and Truck Owners of St. Louis, in 
its exceptions, concurs in the majority of the findings of fact 
and conclusions contained “in the examiner’s well considered 
and able report,” but takes exception to certain parts of the 
report. It declares that the “one-transfer plan’ should be de- 
clared illegal and detrimental to the public interest, and that 
the present facilities, as well as the proposed facilities, are 
inadequate. 

The Chicago & Alton says it is in accord with the sugges- 
tions made and the conclusions reached by the examiner. It 
maks suggestions, it says, with respect to some other matters 
that, it seems to it, should be dealt with in the decision of the 
Commission, in order that the recommendations of the exam- 
iner may be fully carried out. It submits that the formule 
and procedure to be adopted and followed in making the cost 
study recommended by the examiner should be required to be 
approved by the Commission before the work starts. It believes 
that it should be plainly stated that not only the railroads but 
also the draymen and shippers and receivers of freight should 
have an active part in the making of the study. It says a time 
limit should be specified with respect to the cost study. 


-W. B. T. & S. EXPANSION PLANS 


The Waco, Beaumont, Trinity & Sabine Railway Company 
has filed an application with the Commission asking authority 
to issue and sell $910,000 par value of common stock and 
$3,000,000 of first mortgage bonds in order to retire the exist- 
ing outstanding bond issue and all other obligations of the 
railway company and to make provision for construction of the 
first section of its proposed extensions. The Commission, in 
July, 1927, authorized the applicant to construct extensions from 
Livingston via Beaumont to Port Arthur, about 95 miles, and 
from Weldon to Waco, Tex., about 109 miles. 

The applicant proposes to divide the construction work and 
financing thereof into three sections—from Port Arthur via Port 
Neches and Beaumont to Elizabeth, with a belt line around 
Beaumont; from Grayburg to Normangee, and from Normangee 
to Waco. It says the funds to be realized from the sale of the 
$3,000,000 of bonds will be used to construct the first section 
from Port Arthur to Elizabeth, with the belt line, and also to 
do work on the section between Grayburg and _ Livingston. 
Provision is also made for the purchase of equipment for the 
operation of the first section, according to the applicant. 

It is proposed to sell the bonds to George M. Forman & 
Co., of Chicago, IIll., at 89, plus accrued interest. The applicant 
has let to the Foundation Company, of New York, a contract 
covering the construction between Port Arthur and Waco. In 
a summary of the application, the applicant said: 





The application also indicates that by or before completion 
of the section between Port Arthur and Elizabeth the company 
expects to bring out, through George M. Forman & Co., a second 
series of bonds to cover cost of constructing the section between 
Grayburg and Normangee, and that while that section is under 
construction a third and final issue will be brought out to cover 
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the cost of constructing the section between Normangee 
Waco. It is stated that this process of building by sections. 
being resorted to to overcome difficulties related to the eneent Is 
charge on the construction funds during the period of conse! 
tion, it being believed that each section as completed will] erect, 
«a background of earnings for further mortgages. Ovid: 
The application indicates that the plans of the company, ; 
gether with tentative arrangements made with the bankers’... 
with the construction company, contemplate the construction » 


modern and efficient port terminals on the Beaumont-Port Arthy 
waterway for operation in connection with the railroad. It . 
indicated that a separate company will be organized to pt 


and construct these terminals. Reference 
acquisition of about 14,000 acres of land, with 10 miles of Wate 
frontage, to be owned by a separate company, to be develo ai 
for industrial purposes in connection with the railroad. Thee 
Jands are said to be held under option by R. C. Duff, who wil 
transfer same to the development company when organized I 
is indicated that the railway company will own the capital stock 


is also made to th 


of the development company as well as of the port termin; 
company. The Commission is asked to approve the present a 
plication providing for the issuance of $910,000 of stock ani 
$5,000,000 of bonds merely as a first step in the general under. 
taking. “en 


FREIGHT STATION IN HUGE MART 


The proposed Merchandise Mart of Chicago is of Special 
interest to men engaged in transportation because of the utiliza. 
tion of railroad air rights and the fact that an immense freight 
station is to be within the building. That is why Fred w 
Sargent, president of the Chicago & North Western Railway 
took a prominent part in the recent ground breaking ceremony 
marking the start of the construction of the world’s largest 
building in floor area. 

Among the others who witnessed the beginning of this 
$30,000,000 edifice, which is to house hundreds of manufacturers 
wholesalers and importers, was James E. Pole, chief engineer 
of the Chicago & North Western. The mart is on the site of 
the former passenger station of that railroad and the air rights 
over the railroad will be utilized. 

The entire ground level below the street floor will be a 
modern freight station of the Chicago & North Western. Pri. 
vate tracks for incoming carload freight will extend under the 
center of the building. The railroad will operate an inbound 
freight station for less-than-carload lots, as well as an outbound 








Left to right, Ernest R. Graham, architect of Mer- 
chandise Mart of Chicago; Fred Sargent, president of 
Chicago & North Western Railroad; John Griffiths, 
builder, and James Simpson, president of Marshall Field 
& Company. 


station, to connect with other roads through its new Proviso 
yards. The merchandise as it comes into this station will be 
loaded into automatic conveyors, which will speed the mer- 
chandise to the exact floor and aisle of the exhibitor for whom 
it is intended. 

Connection will be made with the Illinois Tunnel Company's 
system of freight transportation, which has more than sixty 
miles of tracks beneath the streets and buildings, reaching other 
railroad terminals. A dock for vessels also will connect with 
the south elevators of the huge buildinng. 

The mart will require ten miles of caissons. There will 
be 450 of them, going down 110 feet to bedrock, and it is esti- 
mated that they will require 2,000,000 cubic yards of concrete. 
This central market in the city’s new wholesale district will 
extend 724 feet on Kinzie street, 577 feet on the Chicago River 
front, and 324 feet on Wells street, with a diagonal frontage 
facing Orleans and Franklin streets. It will be set back from 
the river about 80 feet to accommodate the upper level extend- 
ing from Wells to Franklin. The main entrance will face the 
river and the drive. The mart will have a total floor space of 
about 4,000,000 square feet. 
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‘The LIGH T FOOT 


THE TRAFFIC WORLD 


———" 


“THE LIGHTFOOT” is one of the fleet of 61 named 
Pennsylvania freight trains that have set remarkable rec- 
ords for regularity and dependability of on time arrival. 








A train with nimble heels 


COMBINATION of nimble heels and 

nirible wits invariably means 
that whatever work is on the calen- 
dar will be done well—and quickly. 


“The Lightfoot”? of the Pennsyl- 
vania freight service is a train that 
does its work quickly and satisfac- 
torily. For it hauls large cargoes 
from Columbus to Chicago, brings 
them in regularly on time, and makes 
the run in shorter time than any 
other Pennsylvania freight train be- 
tween these points. 


Pag: merchandise and pro- 
duce from the South Atlantic 
States which move into Columbus via 
connecting railroad lines find a berth 
on “The Lightfoot.”” And a heavy 


volume of tobacco from the same 


territory also goes on this train to 
meet the smoking requirements of 
Chicago citizens. 

The route of “The Lightfoot’ lies 
through Bradford, Ohio, and Logans- 
port, Indiana. It also carries traffic 
for Logansport and points so routing. 


TS outstanding characteristic of 
“The Lightfoot” is its ability to 
bring in its valuable cargoes regularly 
and dependably on time. And over a 
long period of months it has set re- 
markable records for prompt delivery 
of the shippers goods. 


Competent train crews guide “The 
Lightfoot” through to its regular on time 
arrivals. And hundreds of men along the 
line exercise a strict vigil to see that this 
important carrier reaches its destination 
punctually. 


Here are some other 
Pennsylvania freight trains 
whose regular on schedule 
performances have earned 
them distinctive names: 


‘*‘THE COLONEL’”’ 
Perishable—Merchandise 


Chicago to Louisville 
‘“‘THE IRON MASTER’”’ 


Merchandise 
Pittsburgh to New York 


‘‘THE ARROW”’ 
Perishable—Merchandise 
Seaboard Cities to Detroit 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Mi 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Supreme Court, W. D., Washington, N. D.) Recovery can- 
not be had by purchaser of bill of lading against carrier, on 
ground that such bill of lading issued by defendant misrepre- 
sented articles and was relied on by plaintiff to his damage, 
since plaintiff purchased property, and not bill, and bill com- 
plied with 49 U. S. C. A., Sec. 100, in that it truly stated kind 
and quantity of articles, without any description of condition.— 
Mannel vs. Luckenbach S. S. Co., Inc., 26 Fed. Rep. (2d) 908). 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATIONS OF COMMON CARRIERS 


(Supreme Court of Ohio.) Order of Public Utilities Com- 
mission, granting certificate of convenience and necessity to 
one of two applicants which it found to be best fitted to perform 
service required by public convenience and necessity, and deny- 
ing certificate to other applicant, will not be disturbed by 
Supreme Court, unless it affirmatively appears from record that 
order is unreasonable and unlawful.—Granville & Newark Motor 
Service, Inc., vs. Public Utilities Commission of Ohio, 162 N. E. 
Rep. 397. 

(Supreme Court of Colorado.) Demurrer to complaint does 
not admit law and conclusions of law therein pleaded.—Arm- 
strong, Secretary of State, vs. Johnson Storage & Moving Co., 
et al., 268 Pac. Rep. 978. 

Allegation of complaint, in mandamus to compel issuance of 
motor truck license without payment of additional fees required 
by Laws 1927, ec. 135, that plaintiff is engaged in business of 
transporting goods, wares and merchandise for hire over streets 
of city, brought him precisely within terms of act, as city streets 
are state highways.—lIbid. 

The streets of a city are highways of the state.—lIbid. 

Part of Laws 1927, c. 135, requiring additional license fees 
for motor trucks and trailers operated for hire on public high- 
ways, held not to indefinite to constitute a category; words 
“for hire,” added by judicial decision, creating a category clearly 
distinguished from, and correlative to, motor vehicles used in 
transportation of passengers for hire, and those used in inter- 
state commerce, as afterwards defined in act.—Ibid. 

Part of Laws 1927, c. 135, imposing additional license fees 
for motor trucks operated for hire on public highways, not un- 
der, chapter 134, held not too indefinite to constitute a category 
on ground that owner of truck used in transporting goods for 
hire over city streets, cannot tell which chapter he is under, 
as section 7 of chapter 134 excepts carriers operating exclusively 
within city limits.—Ibid. 

Laws 1927, c. 135, imposing additional license fees for motor 
vehicles operated for hire on public highways, held not so in- 
definite as to be unintelligible, and hence not void, though in- 
accurately drawn.— Ibid. 

Laws 1927, c. 135, imposing additional license fee for regis- 
tration of motor trucks operated for hire on public highways, 
not under chapter 134, held not obnoxious to Const. Art. 5, sec. 
24, because necessitating reference to chapter 134 to determine 
its meaning.—Ibid. 

Laws 1927, c. 135, imposing additional license fee for motor 
vehicles operated for hire on public highways, does not violate 
Const. Art. 20, as attempt to regulate use of city streets under 
city’s exclusive control, as state may regulate use of automobiles 
by license, though they never leave city.—Ibid. 

Mere statement that additional tax, imposed by Laws 1927, 
c. 135, for registration of motor vehicles operated for hire on 
public highways, is excessive, unreasonable and confiscatory, is 
conclusion of law, not admitted by demurrer to complaint in 
mandamus to compel issuance of license without payment of 
such tax.—Ibid. 

One general rule of pleading is that values and amounts 
should be specifically stated, and this is always required when 
they are of substance of action.—Ibid. 

Laws 1927, c. 135, imposing additional license fee for motor 
trucks operated for hire on public highways, held not void, 
though one of its purposes is for revenue; fee being required for 
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license for privilege of using cars on highway for transport 
tion for hire.—Ibid. 4 

(Supreme Court of Colorado.) Automobiles kept for poy 
to persons themselves driving them, under contracts including 
agreement not to use them as private or public carriers of rg 
sengers for hire, held not within Laws 1927, p. 515, requiring 
additional license fee for registration of motor vehicles used in 
transportation of passengers for hire; ordinary meaning of ean 
“passenger” being “a traveler by some established conveyance” 
whereof such renters are bailees.—Armstrong, Secretary ot 
State, vs. Denver Saunders System Co., et al., 268 Pac. Rep. 7 

While statutes should be construed according to their spirit 
and intent, provisions of Laws 1927, p. 515, excepting freight 
trucks from additional license tax imposed for registration of 
motor vehicles used in transporting passengers for hire, affora, 
no presumption that automobiles kept for rent to persons who 
themselves drive them are subject to such tax, as such ep. 
struction would require holding that one driving car hired py 
him, or whoever he takes with him, is passenger for hire —tpjq 

Words, ‘used in the transportation of passengers for hire” 
in Laws 1927, p. 515, imposing additional license tax of $5 pe, 
passenger seat for registration of vehicles so used, held not tg 
mean “used for hire in the transportation of passengers,” jy 
sense of “human beings,” as more accurately correlative to pre. 
vious clause respecting motor trucks operated for hire on pub. 
lic highways; “for hire” qualifying “transportation of passgep. 
gers,” and “operated for hire” not including truck rented tg 
one using it in his own work.—Ibid. 

That a rented motor truck wears the road as much as one 
operated for hire does not bring it within Laws 1927, p. 515, 
imposing additional license fee for registration of motor vehicles 
used in transportation of passengers for hire, though purpose of 
act is to regulate highways and provide for their maintenance. 
—Ibid. 

Doubt as to construction of a statute imposing a license tay 
is always resolved against the tax.—Ibid. 






That the loading and sealing of a car on a private siding 
and the issuance of a bill of lading constitutes delivery to the 
carrier, under the uniform bill of lading, despite the fact that 
the car was destroyed on the siding before the usual time for 
removal by the carrier, was the finding of the court in Crane, 
Hayes and Company against the New York, New Haven ¢& 
Hartford, recently decided by the City Court of the City of 
New York, Bronx County. 

The plaintiff, doing business:in Boston, Mass., bought a 
ecarload of cotton from the Ray Cotton Company, of Franklin, 
Mass., and requested the latter to ship the goods to the Na- 
tional Bedding Company, of Wheeling, W. Va. At the request 
ot the Ray Cotton Company the defendant dispatched a car to 
the private siding of the Ray Cotton Company at Unionville, 
Mass., where it was loaded and sealed and a bill of lading issued 
by the agent of the defendant, who acted as such at both the 
Franklin and Unionville freight stations. The bill of lading was 
issued at 2:45 in the afternoon and at 8 that evening the mer- 
chandise was destroyed by fire. In the course of the regular 
practice, the railroad would have removed the car some time 
the following morning. 


The bill of lading contained the usual exemption from lia- 
bility on the part of the defendant as to property taken from 
“a station, wharf or landing at which there is no regularly ap- 
pointed freight agent until after the cars are attached 
to locomotive or train.” The court held this provision 
inapplicable for two reasons: (1) Defendant did have its 
agent at Unionville and Franklin, and, (2) there is nothing it 
the bill of lading that speaks of cars loaded at sidings. 


The court also stated that, as to the proceedings before and 
ruling of the Commission (67 I. C. C. 752) in which the words 
of the former uniform bill of lading, “private or other sidings,’ 
were omitted from the present uniform bill of lading, as appears 
from the clause quoted above, “the result of those proceedings 
was to leave both carrier and shipper to their liabilities and 
rights at common law.” 

“At common law the placing of the goods by the shipper at 
a place at which they are accustomed to be deposited is 4 
sufficient delivery to charge the carrier as an insurer (10 Corpus 
Juris, 222)” said the court. 

Judgment was issued for the plaintiff, with interest and 
costs. 

Prior to trial the court denied a motion on behalf of the 
defendant to dismiss for lack of jurisdiction. 

Vincent A. O’Connor represented the complainant 
Charles M. Sheafe, Jr., was attorney for the defendant. 


and 


WAGE STATISTICS 
Class I railroads in May paid total compensation of $242, 
880,334 to 1,709,721 employes, according to the compilation made 
by the bureau of statistics of the Commission from carrie! 
reports. 
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Freight Rates 


Thirty-ninth of a Series of Fifty-Two Articles on This Subject, Written for The Traffic Wor 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Western Trunk Line Rates—Part I!I|—Colorado Common Point 
Rates 


Along the foothills and ridges of the Rocky Mountains and 
east of the mountains in Colorado, Wyoming, New Mexico, and 
Nebraska, are points collectively referred to as the Colorado 
common points. These points are gathered together into a 
number of groups built around Denver, Colorado Springs, Pueblo 
and Trinidad, Colo., and points taking the same rates. The 
entire section is divided into twelve groups designated by the 
letters A to L, inclusive. The groups A, B, C, and D are the 
common point groups, while the groups E to L, inclusive, take 
special basis of rates or rates constructed by adding arbitraries 
over the common point group rates. 


Colorado Common Points and Groups 


Group A includes Denver and points north of Denver. 

Group B includes stations south of Denver to and including 
Pueblo. 

Group C includes the territory south of Pueblo to and in- 
cluding Trinidad. 

Group D embraces stations in the territory south of Trinidad. 

Group E rates are restricted to certain traffic and the group 
includes territory east of Denver and La Salle, Colo., and Chey- 
enne, Wyo. 

Group F includes territory east of La Salle, Denver and 
Pueblo, Colo., and the rates applicable to and certain traffic. 

Group G rates are restricted as to traffic and to territory 
south of Trinidad, Colo., only. Rates to and from this group 
are made by adding arbitraries to the Trinidad rates. Group H 
rates are restricted as to traffic, and the group includes territory 
east of Pueblo, Colo. 

Group I points generally take the same rates as Pueblo and 
Trinidad on traffic to and from the Missouri River crossings. 
subject to numerous exceptions. 

Group J includes territory east of Pueblo, and the rates to 
and from this group are restricted as to traffic. 

Group K rates are restricted as to traffic, and the stations 
receiving this basis of rates usually take the Denver, Colorado 
Springs, Pueblo, or Trinidad rates on certain commodity traffic. 

Group L includes points west of Trinidad and rates between 
this group and other points are made by adding arbitraries to 
the Trinidad rates. 

Table No. 1 shows the group location of a representative 
list of points in Colorado, Wyoming, New Mexico, and Nebraska. 


Class Rates 


Class rates between Colorado and stations in the other states 
embraced within this territory are made on scales of class rates 
between the Mississippi River crossings, Chicago, Peoria, the 
Missouri River crossings, Minneapolis-St. Paul, Duluth, Mem- 
phis, the Iowa groups and territory intermediate to the St. Paul 
group, the Mississippi River crossings’ groups, and the three 
Iowa groups, A, B, and C, respectively. 

The through group-common point rates were prescribed by 
the Commission in a series of decisions that started in 1909. 
Through rates were prescribed first between the Mississippi 
River crossings and Chicago, the latter being differentially re- 
lated to the former. Later, scales of class rates were prescribed 
between the Missouri River crossings and Colorado common 
points, lower than the Mississippi River crossings—Colorado 
common point rates. The Twin City group (Minneapolis-St. 
Paul) was placed on the same basis as the Mississippi River 
crossings, and Duluth and Memphis, on the Chicago basis. 

Interior Iowa points between the Mississippi River and Mis- 
souri River groups were divided into four groups designated by 
the letters A, B; C and D. Rates between Iowa group A and 
the Colorado common points are made by adding to the Mis- 
sissippi River crossings group rates twenty per cent of the 
spread between the Mississippi River rates and the Missouri 
River rates. Group B, C, and D rates are constructed by adding 
forty, sixty and eighty per cent of the Mississippi River-Missouri 
River spread, respectively, to the Missouri River rates. 


Points intermediate between the St. Paul group and the 
Colorado common points have rates constructed on the St. Paul 
rates as maxima. The Mississippi River intermediate territory 
rates observe the Mississippi River crossings rates as maxima. 
lowa groups A, B, and C intermediate territories observe the 
lowa groups A, B, C rates, respectively, as maxima rates. Table 
No. 2 illustrates typical group class rate adjustments. 


Mee 165 i. ©. ©. Fu5: 36 1. Cc. C.. S2; 2 i. €. C.. 259; and 26 f. C. Cc. 


The construction of interior Iowa group rates is illustrate 
by the first class and class E rates shown in Table No.3. 

Class rates between other sections of the United States an) 
Colorado common points are constructed by combining the pry. 
portional rates in effect between the gateway groups and th 
Colorado common points, on one hand, and the Colorado ¢op. 
mon points on the other. 

Thus, all-rail class rates between New York and Denver ar 
constructed by adding the rates between New York and the 
Mississippi River or Chicago, to the class rates between the 
Mississippi River or Chicago and Denver for the first two clagses 
and by combining the proportional rates via Chicago for thir 
to fifth classes, inclusive, as follows: 


Rates in Cents Per One Hundred Pounds 


And 
Miss. River........166 145.5 


—— Classes ———___ 


Between 


New York, N. Y 
New York, N. Y 
Mississippi River....Denver, Colo 
Chicago, Ill Denver, Colo 


New York, N. Y Denver, Colo 261 195.5 158.5 


Class traffic between points in the Colorado territory, other 
than the common points, is handled at rates constructed by 
adding arbitraries to the common point rates or by applying 
the common point rates to the other groups on certain Classes, 

Rates to and from Wooten, Colo., a group G point, are 
constructed by adding 8 cents a hundred pounds on carload 


Table No. 1 


REPRESENTATIVE GROUP LOCATIONS OF POINTS IN 
COLORADO, WYOMING, NEW MEXICO AND NEBRASKA 


Group 
State 


Railroad Location 
Colorado 


Station 


Boulder 


Is ibvidic Se awindse Colorado 


Cheyenne Wyoming 


2 eae New Mexico 
CJOMOGRIO. ..2..20004 Colorado 


RN: «wae cau onen Nebraska 


Colorado Springs. .Colorado 


Denver 


Hastings 


Fort Morgan 


Pueblo 


Trinidad 


Warwick 


Wooten 


traffic and 15% cents a hundred pounds on L. C. L. traific, wit! 
certain minor exceptions. Arbitraries of 8 cents, carloads, ald 
14 cents L. C. L., are provided for Gallinas and Morely, Colo. 
other points in group G. Rates to and from Cokedale, Col. 
a group L point, are constructed by adding arbitraries of | 
cents, classes 1 to 4, inclusive, and of 6 cents, classes 5 to F 
inclusive, to the rates to or from Trinidad, Colo., while 
Boncarbo, Colo., rates are constructed by adding arbitrariés 
of 16 cents for the first four classes, and 11.5 cents for the othe! 
six classes to the Trinidad rates. 


Commodity Rates 
General commodity rates to and from Colorado common poills 
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Customers 















Y our CUSTOMERS buy your prod- 
uct for immediate profit. Modern 
merchandising conditions—hand to 
mouth buying and swift turn- 
over—require above all that 
goods be received in condition 
to go on the shelves. 


When your goods arrive in 


When there are adjustments 


duced prices, their profit is re- 
duced, their good will toward 





ity differences in determining 
the placing of orders. 


designed with your special 
problems in mind, carry your 
product to buyers in truly sale- 
able condition. 


Full protection against weath- 
er and handling is provided. The danger of 
hidden damage, of pilferage, of loss from 
broken containers is reduced. The extra 
strength of wood gives extra protection de- 
manded by merchandising conditions founded 





“Lt’s the Goods to sell 


we want, not Adjustments, ” 








CERTIFIED BY CENTURIES 
-woon. 


a it- Nature renews y 
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on quick buying, quick sale, and 
full profit from every item. 

The packing engineers of the 
National Association of Wooden 
; Box Manufacturers consider not 
only your product and its packag- 
ing, but convenience in pack- 
ing and handling, the traffic 
conditions that must be faced, 
and the condition in which 


“We have to consider the condi- | goods must reach their destina- 


de tion in which we receive goods,”’ tion. 

perfect condition, your buyers | say the traffic managers of Makers of foodstuffs, wear- 
can depend on full profit from _ | several large New York Depart- | ing apparel, electrical equip- 
them. | ment Stores. In these days of 
quick turnover and the rapid 
: movement of goods, selling is wood boxes pay because they 
to be made, claims to be filed, carefully planned in advance. | deliver goods in condition for 
slightly damaged items to in- | Merchandise must be on the sale. And buyers prefer the 
spect and perhaps sell at re- | floor when the advertising is manufacturer who sees his 
ready to be released. Naturally 
big stores buy from sources that 
: they know get their product to | 
the product and its maker | them promptly, in condition to ods or material, a discussion of 
lessened. Your reputation for sell immediately. 
condition of goods as received “It’s the goods to sell that we engineers and designers is 
may offset both price and qual- want—not adjustments,” 
the men who are responsible for 
merchandise being in the store 
at the right time and in proper 
Good wood boxes, properly condition. 


ment, paint, find that good 


products safely to their shelves. 
Whatever your present meth- 


the problem with competent 





“7 worth your time. Address 
the Wooden Box Bureau of 
the National Association of 
Wooden Box Manufacturers, 
Chicago, Illinois. Use the con- 
venient coupon. 


OS ‘e" 


Wooden Box Bureau of the 
National Association of Wooden Box Mfgrs. 
111 West Washington St., Chicago, Illinois 





Gentlemen: We manufacture... ....and would like to have in- 
formation relative to wooden boxes for packaging our product. 
ee. cu cae DA ek awakes) wk ee Ae esas ela Oca 
NN ea saan nl pidsarce ie tose BRIE aS Ele NEA eR ei ob ee Rea 
Street . 

City. are pas a a fee 


Wooden Box Bureau *. National ition “ Seed Box Migrs. 


and of the National Lumber Manufacturers Assn. 
Chicago, Illinois 








































Table No. 2 


TABLE OF CLASS RATES BETWEEN WESTERN TRUNK 
LINE AND CENTRAL FREIGHT ASSOCIATION GROUPS 
AND COLORADO COMMON POINTS 


Rates in Cents Per One Hundred Pounds 












































































Colorado Springs, Pueblo and Trinidad, Colo., 


Between Denver, 
and Points Taking Same Rates 
Classes—Western Classification 
And 1 2 3 ! 5 A B 
1 Mississippi River— 
246 193 § 122 96 
Peoria, Ill.— 
260 206.5 125. 99 
Chicago, Ill.— 
273.5 220.5 129.5 102 : 96 
St. Paul, Minn.— 


112.5 85 


117.5 90.5 


246 193 1 96 5 85 
Duluth, Minn. 


273.5 220.5 129.5 102 22 96 
i} Memphis, Tenn.— 
273.5 220.5 
Missouri River— 
175 140 
Iowa Group A— 
190.5 151 21.5 99 78 
Iowa Group B— 
205 161 9.5 105.5 82 
lowa Group C— 
218.5 172 38.5 111 87 102 
Iowa Group D— 
232.5 182.5 146 91.5 108 
St. Paul Intermediate— 
St. Paul Rates Observed as Maxima 
Mississippi River (Intermediate) — 
Mississippi River Rates Observed as Maxima 
Iowa Group A (Intermediate)— 
Iowa Group A Rates as Maxima 
Iowa Group B (Intermediate)— 
lowa Group B Rates as Maxima 
>} Iowa Group C (Intermediate)— 
Iowa Group C Rates as Maxima 


129.5 102 


91.5 71.5 


117.5 





and other groups are made by applying the through group rates 
between the Colorado groups and the gateway group used in 
class rates’ traffic, including principally the Mississippi River, 
Peoria, Chicago, St. Paul, Duluth, Memphis, and the Missouri 
River groups. Commodity rates, unlike the class rates; are not 


always the same in both directions, though there are many cases 



















Table No. 3 


IOWA GROUP—COLORADO COMMON, POINT RATES 
Rates in Cents Per One Hundred' Pounds 
Anée 
Denver, Colo. 
ist Cl. Cl. E 





Group Between Rate Rate 
Missouri River........ Counell DMS, Ta. ...s, 2.00 175 44.5 
SS eee ee é 47.5 
fe Serer eee 5 
a ieee A eer 
err re COGS? TIBBOGS, TA. 0.000 ccscece 


Mississippi River..... are 





The group rates are related to the Mis- 
sissippi River and Missouri River groups and to each other, very 


where this is true. 


much like the class rate structure. Table No. 5 contains a 
few répresentative group-common point general commodity rates. 

Miscellaneous or specific commodity rates are restricted in 
their application to traffic in the direction specified and re- 


Table No. 4 


COMMODITY RATES BETWEEN 
GROUPS AND COLORADO 


























GENERAL GATEWAY 











3etween Colorado Groups A, B, C and D and Points 


Rates in Cents Per One Hundred Pounds 


Miss. Pe- Chi- St. Mo. Direc- 
Commodity River oria cago Paul River _ tion 
Acid, in tank cars......... 91.5 95 99 91.5 76 (*) 
“ : ae §125 131.5 137 128 91.5 (7) 
Agricultural implements... } 125 131.5 137 125 91.5 (*) 
Bags and bagging.......... ' 78 = = 78 es QO 
hae _f 33 38.5 38.5 26.5 (7 
Ee ere re ear ) 33 36 38 33 26 5 (*) 
Canned g00GS.......06....5. § 92 95.5 99.5 92 70 (*) 
(Min. wt. 40,000 Ibs.) f 76 79.5 =* 76 53.5 (7) 
; 0 eee 8: 85.5 8 83 61.5 (*) 
(Min. wt. 60,000 Ibs.) 1 56 «59.5 63t—(‘i‘izHOCtC‘“‘“SS (i 
Dolomite, roasted and 
NS Ore 42 45.5 49 42 42 >) 
Drugs and medicines....... 140 145 150 140 121.5 (*) 
Glass and glassware...... 129 133 137 129 122 (*) 
Glycerine and concentrated 72 74 76 72 65 (*) 
BOGE Ws. 6.ccscecvsecscsens 75 78 5 3 ps & . a 
65 ‘tas 5 5 . 
ee nee ) @5 72°5 72°56 71 53 5 +) 






*Westbound. 
tEastbound. 
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stricted to one or several groups or individual points of 
Table No. 6 lists a few typical specific or miscellaneoy 
modity rates. 

General and miscellaneous or specific commodity rates ™~ 
tween Colorado, New Mexico, Wyoming, and Nebraska points 
included in this territory are usually constructed by combining 
proportional rates to and from the Mississippi or Missouri Riye, 
groups, or the Peoria, Chicago, St. Paul, Duluth and Memphis 
gateways. 

Westbound commodity rates observe the westbound trans. 
continental rates as maxima. If the transcontinental rates fro 
points of origin to Lago, Utah, Deming, N. Mex., or La Grande 


Origin, 
S com. 


Table No. 5 


MISCELLANEOUS AND SPECIFIC COMMODITY RATES FrRoy 
OR TO COLORADO GROUPS AND GATEWAY GROUPS 


Rates in Cents Per One Hundred Pounds 
Diree- 
tion & 
. Rate 
POUCHES... ... 106.5* 
peints....... 65 4 


points....... 3 


From To 
Wells, Common 
oe ne _ . Common 

i lay alvern, Perla, 
| ae Walco, Ark 
Canned goods..... Athens, Wis 
Explosives......... Thebes, Ill 
Glass, cullet 

or broken Common points.... 
SA errr Common points oe eee 

Common points Sault Ste. Marie, Mich. 89.5; 
Lead concentrates..Pueblo, Colo....... Cotanavilie, Til......... 
Nitre cake Joplin, Mo Common points....... 38 
aaa Denver, Colo Augusta, Kan 
Potatoes (from N. 

7.2. @ NHN. B. i. 

Ps onc 5000008 Memphis, Tenn... 
Wood pulp 
Zine dust 


Commodity 


points. ...... 102 
points. ...... 213 * 


Independence, Kans.. 30.5; 


Common 


1 -Common points....... 7 
Appleton, Wis..... Denver, Colo... .....0. as 
Common points....Memphis, Tenn 


*Westbound. 
7Eastbound. 
tPer ton. 


Ore., are lower than the Colorado rates, the former are applied 
to traffic destined to points in the Colorado territory if specific 
mention is made to the observance of the transcontinental rates 
as maximum rates.’ 





*See Agent Boyd’s Freight Tariff, No. 111-F, I. C. C. No. A-1830, 
Item 520. 


SHIPMENT OF LONG TIMBERS 


One of the longest shipments of timbers ever hauled by a 
railroad, representing a knotty engineering problem, passed 
through the Chicago district recently. It consisted of thirteen 
timbers, each 120 feet long and weighing two and one-half tons 
each, loaded in three cars, moving from western Washington 
to Parkersburg, W. Va., in twenty days, averaging over one 
hundred and forty miles a day for the trip. 

The lumber was cut from fir trees over 200 feet tall, and 
was shipped by the Marsh and Truman Lumber Company, Chi- 
cago, for the construction of a dredge. 

The particular timbers in this shipment were one foot six 
inches thick and, because of the length, required three cars 
to carry them. The engineering problem was to determine how 
the lumber could be loaded so the cars could negotiate the 
sharp curves. By chaining each end, the center car acted as 
a swivel and prevented breaking the load. 


When the lumber arrived in West Virginia, it had been 
handled by four railroads, the Union Pacific, Kelso, Wash., to 
Council Bluffs, Ia., 1,824 miles; the Chicago & North Western, 
from Council Bluffs, Ia., to West Chicago, 488 miles; the Elgin, 
Joliet & Eastern, West Chicago to McCool, Ind., 80 miles, and 
the Baltimore & Ohio, from McCool to Parkersburg, 490 miles. 


CAR HIRE SETTLEMENT RULES 


The American Railway Association, in its brief in No. 17801, 
rules for car hire settlement, says that if practical, workable 
improvements to the present code of per diem rules can be 
developed, it will be the first to approve them. 

“Its position in this case is dictated by its honest belief 
that the present per diem rules constitute, on the whole, the 
best settlement of car hire as between common carriers that 
has either been suggested in the past or on this record,” it says. 
“It is convinced that the approval of the suggestions made by 
the short-line interests will not be in the best interest of the 
carriers of the country nor of the public. They will lead to 
confusion, lack of uniformity, inequities and possible law viola 
tions. 

“On the other hand, those rules which have stood the test 
of experience and are now approved for universal application 
by practically all the railroads in the country, should be a> 
proved in this case for future application because they const 
tute the best known system of car hire for application betwee 
common carriers.” 
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Alabama, Tennessee & Northern R. R. 


The Direct and Fast Freight Route 


In Connection With the Frisco and Other Connecting Lines 
Between the West, Middle and Central West and Alabama Producing Points 


The Port of Mobile 


With Its Newly Finished 
$10,000,000.00, State Owned, 


Ocean Terminals 


We offer you 


—Fast “Red Ball Service” 
via our manifest train 
“The Lindbergh.” 


—Dependable schedules — 
both North and South- 
bound. 

-—Aeccess to all docks, in- 
dustry and open delivery 
tracks in Mobile switch- 
ing limits. 

—Personal attention for the 

Se me . we : handling of Export, Im- 
V7 \LABAMA TENNESSEE &@ =) f % “o> port and Coastwise traffic 
eaenegprenlivencongamal 7, thru the Port of Mobile. 


CORPORATION 


Write or wire for full information 


JOHN T. COCHRANE, JR., E. C. ASH, 
General Freight Agent—Solicitation, General Freight Agent—Rates, 
MOBILE, ALABAMA. 


TRAFFIC REPRESENTATIVES: 


J. C. O’Neill, Commercial Agent, W. Frank Smith, Commercial Agent, Frank J. Johnson, Jr., Commercial Agent, 
Meaher Building, Woodward Building, Exchange Building, 
Mobile, Ala. Birmingham, Ala. Memphis, Tenn. 


George F. Kleinhoffer, Commercial Agent, John C. Riegel, General Agent, 
id 112 W. Adams St., 


— =— ss Building, FACS U L & Chicago, Il. 
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s PORT a 
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COMPETITIVE BIDDING RESULTS 


An investigation made by the National Association of Own- 
ers of Railroad and Public Utility Securities with respect to the 
recommendation of the Commission that equipment trust securi- 
ties be sold at competitive bidding has resulted in the issuance 
of a statement by it indicating doubt as to the wisdom of such 
a requirement. 

“Lack of interest in recent months on the part of bankers 
in equipment trust securities offered by carriers through com- 
petitive bidding raises some questions as to the merit of this 
method of distributing these issues,” says the association, in 
a statement, continuing as follows: 


In the past few weeks several well-known carriers who had 
invited bids from large numbers of banking houses were disap- 
pointed when only two or three tenders were made for their 
equipment obligations. The practice of competitive bidding for 
equipment trusts was approved and commended by the Interstate 
Commerce Commission in June, 1926, in connection with the 
granting to the Western Maryland Railway Company of authority 
to assume obligation and liability in respect of an issue of such 
certificates, as disclosed in finance docket No. 5549. The reasons 
which moved the Commission to this action were: 

“First, that securities of this character were virtually uni- 
form and enjoy a high degree of safety as to payment of prin- 
cipal and interest, the prices which they bring being largely 
determined by interest rates current for the best class of security. 

“Second, that the relative financial strength of the issuing car- 
riers has ceased to be an important factor in determination of 
prices and that such securities were growing in favor with indi- 
vidual investors who have at times been willing to pay more for 
them than the investment institutions which had absorbed a larger 
part of such issues in former days. 

“Third, that in view of the growth of the general investment 
market absorbing as it does billions of securities other than those 
of railroads annually, it appeared to the Commission that the sale 
of these by public competitive bidding would tend to widen their 


market and thus produce capital more cheaply for the issuing 
railroads.”’ : ; E 
The association has been conducting an investigation, .one 


se of which was to secure an expression from bankers on this 
subject. 

Since we represent owners of very large amounts of railroad 
securities, and having this situation in view, we also requested 
representative distributing houses to advise us of their experi- 
ences in this connection, in order to determine whether or not 
competitive bidding for equipment trust securities has proved 
to be desirable. 

As two years have elapsed since the Commission put its stamp 
of approval upon this method, we sought to determine if the 
method has had sufficient trial to warrant its continuation in 
view of the present lagging tendency in the market for these 
securities. In a large majority of cases the replies from the 
bankers indicate that their experience tends to show that the 
reasons which the Commission gave for its approval of this pro- 
cedure have not proved to be in substantial accord with the facts. 
It developed that, in the opinion of practically all of the dis- 
tributing houses, the Commission was too optimistic in consider- 
ing that such securities are virtually uniform and afford a high 
degree of safety. 

On the contrary, they are not uniform, as viewed by the 
financial experts, either as to legal provisions or the security 
behind them. This might have been more nearly the case had 
the Commission prescribed a standard form of trust indenture. 
Necessarily, ywnder circumstances where the Commission’s action 
is confined merely to adding its stamp of approval in cases where 
it finds that the proposals which are submitted are not incom- 
patible with the public interest, instead of taking the initiative 
in promulgating a standard form and practice, it follows that 
there are as many varieties of provisions affecting vitally the 
interests of the certificate owners as there are issuing carriers. 

An especially impressive point seems to be agreed upon by 
all bankers, namely, that where these trusts are prepared for 
public offering and competitive bidding by counsel for the issuing 
carrier, the legal provisions are for obvious reasons less attrac- 
tive to prospective investors and afford them less protection than 
where the trust provisions are drawn by bankers and their coun- 
sel. Knowledge of safeguards and protective clauses which would 
prove attractive to the institutions and other buyers who scan 
rigidly the provisions of these securities in order that they may 
be safely within the legal requirements of their respective juris- 
tions is essential. 

A more marked difference of opinion counter to the views of 
the Commission expressed in its second reason for approving the 
competitive bidding procedure is disclosed in the statements of 
the bankers to the effect that, theory to the contrary notwith- 
standing, the equipment trust issues of identical form and similar 
security would not sell at the same prices in the market, where 
the relative financial strength of the issuing carriers is consid- 
ered. There is no room for doubt, in the opinion of the bankers, 
that the market still gives a higher rating to the obligations 
of the strong credit roads. Moreover, the financial fraternity is 
strongly of the opinion that individual investors have not been 
willing to pay more for these securities than the institutional 
buyers, but, on the other hand, have withdrawn from the market 
whenever the yields are low. The responding banking houses are 
unanimous in expressing substantially this view where giving any 
opinion on this subject. . 

Doubtless the situation which prompted the Commission to 
advance this second reason was the fact that in the history of 
equipment certificate financing only one default is recorded. This 
view perhaps was further advanced on the theory that the mo- 
bility of the trust equipment enables it to be run off the owning 
road, in case of default, and sold to other carriers who use stand- 
ard equipment, thus imparting to this class of paper an individual 
credit status which sets it apart from that of the issuing carrier. 

Even assuming this to be so, investors do not relish being 
involved in litigation to enforce the lien of their securities how- 
ever valid that lien may be, and it follows that where the issuing 
carrier’s credit is weak there is a reflex in the market for its 
— paper. 

he third reason expressed by the Commission is, to a con- 
siderable degree, involved with the first, and concerning it there 
is some question whether the practice of competitive bidding 
really does broaden the market. Under the old plan certain large 
New York underwriting houses who are bankers for the railroads 
could purchase their equipment trust certificates and would fre- 
quently offer a participation in the sale of these certificates to 
a nation-wide list of dealers, Under the competitive bidding plan 
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a number of these outstanding houses have withdrawn from th 
bidding, with the result that new accounts are formed by oth 4 
dealers who are not able to interest as large a number of retail. 
ers scattered throughout the country in a participation of the;, 
offering as the older established houses referred to above. ™ 

It is apparent that where the spread between the purchas 
price and the selling price to the retailer is forced to so ion 
a point as to be no longer remunerative of handling costs, to say 
nothing of compensating the ordinary risks of flotation, the busi- 
ness will not be attractive. Generally speaking, the tenor ‘of 
responses received by the association appears to be that many 
of the banking houses are avoiding this class of paper and with. 
holding bids, while the specialists in equipments are turning t, 
other classes of investment business. shies 

A spread approaching one-half of one per cent is clearly 
unremunerative. So long as there was a rising market it wa. 
possible for retailers to overcome temporarily the handicap of , 
narrow spread. The surface indications in such a market did not 
disclose any lack of success for competitive bidding, inasmuch ax 
the carriers had in fact procured their capital at the lower cost 

However, a change in the market trend such as that occa. 
sioned by the present credit situation makes it questionable a, 
to whether or not this practice has not proved to be pennywis 
economy. In difficult times, when the carrier needs his financja| 
friends, he may find them otherwise engaged and the valuabk 
asset of substantial banking connection thus lost. We shall watch 
this situation very closely in the immediate future, as investors 
may be misled by surface indications which for the past year 
or two seem to favor the practice of competitive bidding for q 
class of securities ordinarily requiring specialized salesmanship 
lest the undercurrent result is a drift to congestion. Certainly 
any situation which makes for a narrowing of the-inquiries fo; 
these securities is not to be looked upon without some appre- 
hension. Even those who do not feel kindly disposed toward the 
investment banker would do well to appreciate the value of his 
services in the scheme of things financial where the railroads 
are concerned. 


RAILROAD FUEL COSTS 


In the six months ended with June the total cost of coal 
and fuel oil consumed by locomotives in Class I railroad road. 
train and switching-yard service, switching and terminal com. 
panies not included, was $172,336,073, as compared with $191, 
063,857 in the same period of 1927, and $25,791,127 in June, as 
compared with $28,047,472 in June, 1927, according to the 
monthly statistics prepared by the Commission’s bureau of 
statistics from carrier reports. 

Net tons of coal consumed in the six months totaled 55- 
640,010, as against 58,793,914 in the corresponding period of 
1927. The average cost per ton, exclusive of direct freight 
charges, was $2.15, as against $2.24 in the 1927 period. 

Net tons of coal consumed in June totaled 8,321,690, as 
against 8,718,171 in June, 1927. The average cost per net ton, 
exclusive of direct freight charges, was $2.14, as against $2.20 
in June, 1927. 

Gallons of fuel oil consumed in the six months totaled 1,165, 
075,886, as compared with 1,163,227,259 in the same period of 
1927. The average cost per gallon, exclusive of direct freight 
charges, was 2.51 cents, as compared with 2.86 cents in the 1927 
period. 

Gallons of fuel oil consumed in June totaled 184,685,438, as 
compared with 181,976,994 in June, 1927. The average cost per 
gallon was 2.44 cents, as against 2.71 cents in June, 1927. 


BOSTON & MAINE IMPROVEMENT 


Trains of the Boston & Maine Railroad are now being run 
all the way from Worcester, Mass., to Portland, Me., and from 
Rotterdam Junction and Mechanicville, N. Y.—from end to end 
of the system—with passing facilities at every point as a 
result of the opening to traffic of the Stony Brook branch on 
a double-track basis. This branch between Ayer and Lowell, 
the natural link between the eastern and western through 
routes of the Boston & Maine, has been converted at a cost of 
$665,000 into a broad gateway by building nine miles of second 
track, easing grades and strengthening six bridges to accom- 
modate the heaviest hauling power. No longer subject to the 
delays of a single track, which formerly constituted a “bottle 
neck,” long distance passenger trains and the heaviest long 
distance freight trains now go through at speed in both direc- 
tions. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 1 totaled 23,464 cars, as compared with 21,352 
cars (revised) the preceding week and 20,243 cars in the cor- 
responding period of 1927, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 
were reported as follows: 


Apples, 1,428 cars; cabbage, 395 cars; cantaloupes, 436 cars; car- 
rots, 59 cars; cauliflower, 68 cars; celery, 206 cars; cucumbers, 19% 
cars; grapefruit, 10 cars; imports, 33 cars; grapes, 2,924 cars; green 
peas, 88 cars; lemons, 315 cars; lettuce, 844 cars; miscellaneous melons, 
379 cars; mixed citrus fruit, 25 cars; mixed deciduous fruit, 606 cars, 
mixed vegetables, 535 cars; onions, 740 cars; peaches, 5,420 cars; 
oranges, 639 cars; pears, 1,891 cars; peppers, 34 cars; plums and 
prunes, 558 cars; string beans, 7 cars; sweet potatoes, 645 cars; to- 
matoes, 563 cars; watermelons, 913 cars; potatoes, 3,531 cars. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Address inquiries regarding 
Southern Railway Service to 


E. R. OLIVER 





“Southern City” 


ROUPED together, the workers of the 
Southern Railway System and their 
families would make up a city larger than At- 
lanta, Birmingham, Richmond, Memphis, 
Jacksonville, Knoxville or Chattanooga. Only 
25 cities in the United States would be as big. 


But almost every city and town in the South 
—the hundreds of communities served by the 
Southern—have a part in “Southern City.” 


In these communities the 60,000 Southern 
men and women who operate the Southern 
Railway System live and work. ~To the up- 
building of these communities, stimulating 


SOUT 


RAILWAY 


From the Northern Gateways at 
Washington, Cincinnati and 


Vice-President in Charge of Traffic Louisville . . . from the Western 
. Gateways at St. Louis and Mem- 

oe ©. y 
Washington phis ... to the Qcean Ports of 


Norfolk, Charleston, Savannah, 
Brunswick and Jacksonville... 
and the Gulf Ports of Mobile and 
New Orleans .. . the Southern 
Serves the South. 


THE SOUTHERN SERVES THE 
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business and prosperity, goes the $90,000,000 
they earn each year, as well as the taxes paid 
by the Southern and the large amounts of 
money it spends in the South for materials and 
supplies. 

The Southern is always striving to build up 
the South by bringing in new people, new 
capital, new industry; by constantly working 
with the farmer to improve agricultural con- 
ditions, and by providing safe, swift, econom- 
ical transportation. These efforts are dictated 
by sound business considerations. The 
Southern can prosper only as the South grows 
and develops. 


HE RN 


SYSTEM 












Personal Notes 


J. P. Mader has been appointed general freight and pas- 
senger agent, Algoma Central and Hudson Bay Railway at Sault 
Ste. Marie, Ont., succeeding H. J. Herrold, resigned. 

W. W. Durbin, soliciting freight agent, C. & O., at Cincin- 
nati, has been appointed commercial agent at Lexington, Ky. 

W. E. Hines has been appointed district traffic agent, A. C. 
& Y. and Northern Ohio Railway, at Chicago, succeeding A. G. 
Anderson, promoted to the Pittsburgh, Pa., agency. 

F. X. Bell has been appointed traveling freight agent, Wa- 
bash, at Los Angeles. 

N. B. Wright has been appointed freight traffic manager, 
Central of Georgia, at Savannah, Ga. 

D. E. McKee has been appointed assistant general freight 
agent, C. B. & Q., at Chicago. 

J. E. Robinson, former traffic manager of Albert Miller & 
Co., Chicago, has been appointed chairman of transportation 
for the Chicago World’s Fair. Mr. Robinson’s first step, after 
taking up his new duties, was to invite a number of men well 
known to the transportation world to assist him on a World’s 
Fair committee. The following have signified their willingness 
to do so, and are now actively engaged in securing enrollments 
for, the fair: F. C. Batchelder, vice-president of the Baltimore 
& Ohio; J. H. Hogan, vice-president of the Belt Railway, Chi- 
cago; H. F. McLaury, advertising agent of the Chicago, Bur- 
lington & Quincy; H. L. Stuntz, of the Chicago & Alton; T. C. 
Power, of the Chicago & Eastern Illinois; J. L. Beven, vice- 
president of the Chicago & Western Illinois; William H. Dalton; 
W. J. Lorch, vice-president of the Chicago Great Western; 
H. R. Kurrie, president of the Chicago, Indianapolis & Louis- 
vill; E. L. Whitney, vice-president of the Chicago Junction 
Railway; J. H. Johnson, of the Chicago, Milwaukee, St. Paul 
& Pacific; W. H. Burns, vice-president of the Chicago, Rock 
Island & Pacific; H. J. Burgee, Cleveland, Cincinnati, Chicago 
& St. Louis; Carl Howe, vice-president of the Erie; William 
C. Douglas, of the Michigan Central; Allen Rogers, supervisor 
of the New York Central; T. B. Hamilton, vice-president of the 
Pennsylvania; N. W. Willard, of the Santa Fe; E. L. Hamilton, 
general agent of the American Railway Express; Edward E. 
Taylor, president of the Goodrich Transit Company; Len T. 
Larsen, office manager of Thomas Cook & Son; H. B. Lyford, 
president, Merchants Lighterage Company, and J. A. Bouslog, 
general agent of the United States Lines. 

Foreign freight representative is the title of a new traffic 
position, effective September 10, according to an announcement 
by C. E. Perkins, vice-president, traffic, Missouri Pacific. H. E. 
Chenoweth, special representative of the Missouri Pacific in Mex- 
ico since February 1, has been promoted to the new post. His 
headquarters will be at St. Louis. He will report to O. C. Olsen, 
general foreign freight agent. A successor for the Missouri 
Pacific post in Mexico has not yet been announced. 

C. A. Bache, assistant to vice-president and general man- 
ager, Beaver, Meade & Englewood Railroad, has been appointed 
assistant general manager and traffic manager, at Oklahoma 
City. 

C. E. Lennon has been appointed assistant general passenger 
and fteight agent, Texas Electric Railway, at Dallas. K. A. 
Kumke has been appointed commercial agent at Corsicana, Tex. 
W. J. Grissett has been appointed division passenger and freight 
agent at Waco, Tex. 


DOINGS OF THE TRAFFIC CLUBS 


The Omaha Traffic Club will hold a meeting at the German 
Home September 20. Entertainment will include motion pictures 
of the last golf tournament. 





Final arrangements have been made for the Traffic Club 
of Chicago luncheon in the Red Lacquer Room of the Palmer 
House September 17 to observe the 141st anniversary of the 
completion and signing of the Constitution of the United States. 
The speaker, Col. George T. Buckingham, of the Chicago bar, 
will have for his subject “The Genesis of the Constitution.” 
Among the invited guests who will be present is James M. Beck, 
formerly Solicitor-General of the United States, himself the 
author of a work on the Constitution. 





At a meeting of the Traffic Club of Atlanta September 4, the 
resolution pertaining to political rate-making adopted by the 
Associated Traffic Clubs of America at San Francisco was 
ratified by a unanimous vote. 





The Traffic Club of Detroit will hold its annual dinner Feb- 
ruary 14. 





Dr. Ng Poon Chew, the principal speaker at a meeting of 
the Women’s Traffic Club of San Francisco August 30, discussed 
commercial and transportation developments in China. A paper 
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on “Port Differentials” was presented by Miss Jean Wick of 
Norton Lilly & Co. Miss Edyth Johnson, president, was chosen 
to represent the club at the meeting of the California Federa- 
tion of Business and Professional Women at Visalia-Giant 
Forest September 8, 9 and 10, and as delegate to the convention 
of the Associated Traffic Clubs of America at Chicago in October 
Miss Inglis, of Norton Lilly & Co., was named as alternate. 



































































The Traffic Club of Chicago will hold a golf outing at the 
Medinah Country Club, Medinah, Ill., September 11. There wij 
be both a morning and afternoon play, with fifteen prizes 
Luncheon and dinner will be served and there will be music 
and dancing in the evening. : 

The Grand Rapids Transportation Club will hold its first 
annual golf tournament at the Silver Lake Country Club Sep. 
tember 12. 

The Traffic Club of Newark will hold a meeting at the 
Chamber of Commerce Building September 10. It is designateg 
“Port Newark Night.” Peter J. O’Toole, supervisor of the Por 
of Newark, will be the principal speaker. The annual outing 
will be held at Mazdabrook, Parsippany, N. J., September 2(. 
Members with automobiles will go out with a motorcycle police 
escort. On arrival at the grounds, there will be a short pro. 
gram under the auspices of Charles Milbauer for the presentation 
of a new American flag to the Recreation Field Authorities, to 
take the place of the one dedicated by the club three years ago, 
Entertainment will include golf, swimming, tennis and a baseball 
game. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club September 6. George Sawallesh, assistant secretary of 
the Wichita Chamber of Commerce, spoke on “Aviation.” A 
golf tournament and dinner will be held September 27. 








The Capital District Traffic Association will hold a clam. 
bake at McKown’s Grove, near Albany, N. Y., September 11. 
W. E. Savage, traveling freight agent, Southern Pacific, is in 
charge of arrangements. The association began the publication 
of “The Capital District Traffic News” with the August issue. 
The paper was established ‘“‘to keep its members informed as 
regards the activities of the association, disseminate informa- 
tion of interest or concern to both shippers and carriers, and 
promote friendly and cordial relations between those who serve 
and those being served in the transportation world.” 





The Traffic Club of New York will hold a golf tournament 
at the Montclair Golf Club, Montclair, N. J., September 12. 
Besides the regular play for the members, the club champion- 
ship will be determined. The following have qualified for the 
championship event: F. E. Staehle, with a selected average 
score of 70.4; A. B. Drake, 72.2; F. N. Bowers, 72.4, and P. W. 
Moore, 73. 

The Transportation Club of Louisville will be host to the 
Ohio Valley Shippers ’Advisory Board at a banquet at the Brown 
Hotel September 18. Governor F. D. Sampson, of Kentucky, 
will be the principal speaker. William B. Harrison, mayor of 
Louisville, will be toastmaster. The invocation will be by the 
Rev. John F. Knue, pastor of St. Elizabeth’s Church. 





The board of directors of the Traffic Club of New Orleans 
has ratified the resolution pertaining to political rate making 
adopted by the Associated Traffic Clubs of America at its San 
Francisco meeting. 


CENTRAL WESTERN ADVISORY BOARD 


“An exceedingly serious marketing situation bordering ol 
an economic calamity facing the western potato producing 
states,” is the reason for calling a meeting of the producers, 
dealers, business interests, and state and federal agricultural 
department officials at Pocatello, Idaho, September 17 and 18, 
under the auspices of the agricultural council of the Central 
Western Shippers’ Advisory Board, according to W. J. Smith, 
district manager of the American Railway Association in the 
territory of the board. An attendance of approximately two 
hundred is expected. A program of restriction and standardiza- 
tion of shipments, orderly distribution and limitation of acreage 
of planting for future years will be discussed. 


TRANS-MO.-KANSAS BOARD 

The business outlook for October, November and December 
will be the main topic of discussion at the twenty-second regu: 
lar meeting of the Trans-Missouri-Kansas Shippers’ Board at 
Joplin, Mo., September 19, convening at 9 a. m. at the Connor 
Hotel. Representatives of every line of industry in Kansas, 
Missouri, Oklahoma, Arkansas and Illinois will be in attendance 
as well as the chief operating and traffic officers of all railroads 
operating in the territory, according to the announcement. The 
general business outlook for the fourth quarter of the year will 
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be analyzed and preparations made to meet transportation re- 
quirements in advance of the actual movements. 

The cooperation between the shipping public and the rail- 
roads of the central west, through the activities of the board, 
has largely surmounted the many transportation problems that 
a few years ago hampered the movement of all products in this 
district, it is stated. The winter wheat belt this season pro- 
duced one of the largest crops on record and, with the army 
of “combine-harvester-threshers,” caused the grain to be rushed 
to market in record time. The advance preparations made by 
the board and the carriers prevented any car shortage or con- 
gestion at the primary and interior grain markets. Car short- 
ages in crop-moving time was once the usual and expected thing. 

Captain Patrick Irving O’Hay, U. S. A. (The Soldier of For- 
tue), of New York City, will address the meeting. C. E. John- 
son, president of the Kansas City Southern Railway, will talk 
on “General Railroad Transportation” and “The Importance of 
Cooperation Between the Public and the Railroads.” Clyde M. 
Reed, of Parsons, Kan., is general chairman and will preside. 

The Joplin Chamber of Commerce, Tri-State Traffic Club 
and the Tri-State Zinc and Lead Producers’ Association have 
united to arrange an inspection trip through the “Tri-State” 
mining district in the afternoon and a banquet for the members 
and visitors in the evening. 





OHIO VALLEY ADVISORY BOARD 


The nineteenth regular meeting of the Ohio Valley Ship- 
pers’ Advisory Board will be held at the Brown Hotel, Louis- 
ville, Ky., September 18, at 9:30 a. m. (Central time). Twenty- 
four commodity committee chairmen will report on business 
conditions and prospects in practically all lines, including finan- 
cial, mining, manufacturing, agricultural, and others, and will 
give a forecast for October, November and December of equip- 
ment requirements. Guy [L. Cory, manager, Springfield Traffic 
Association, and general chairman of the board, will preside. 
W. A. Gates, traffic manager, W. P. Brown & Sons Lumber 
Company, Louisville, and general chairman of the Louisville 
committee on arrangements, is in charge of that part of the 
program. 

The board has a membership of about 2,300, which exceeds 
that of any other board in the country, and the interest dis- 
played by the shippers in the board movement in this territory 
is considered remarkable, it is said, since there have been no 
transportation difficulties and railroad service as a whole is good. 

A banquet in honor of the board will be given by the 
Transportation Club of Louisville at the Brown Hotel at 6:30 
p. m., September 18. Flem D. Sampson, governor of Kentucky, 
will speak. 


N. I. T. Lk. ANNUAL MEETING 


The annual meeting of the National Industrial Traffic League 
will be held at the Hotel Astor, New York, November 22 and 
23, with a meeting of the executive committee November 20 and 
21. The annual dinner will be held the evening of Thursday, 
November 22. 


VALUATION OF RAILROADS 

The Commission has begun distribution to railroads of plans, 
instructions and orders relating to the bringing to date of the 
valuations of the railroads. The matter is contained in four 
pamphlets. 

One of the pamphlets contains Valuation Order No. 25, 
supplemented by regulations and instructions. Another con- 
tains the outline of a plan for bringing land valuations to De- 
cember 31, 1927, and such other date or dates as may be fixed 
by the director of valuation. The other two pamphlets contain 
supplement No. 4 to Valuation Order No. 3, second revised issue, 
and supplement No. 5 to Valuation Order No. 3, second revised 
issue; instructions to govern the preparation and filing of B. V. 
Form No. 588, and list of units for use of carriers in the prepara- 
tion of completion reports and the record of property changes as 
prescribed by the Commission under section 19-a of the inter- 
state commerce act. 








CANADIAN GRAIN RATES 


The Maritime Freight Rates Committee and the Halifax 
Harbor Commission, of Canada, according to a report to the 
Department of Commerce by L. A. France, assistant trade com- 
missioner at Montreal, have submitted an application to the 
Board of Railway Commissioners of Canada requesting that the 
Canadian National Railways publish an all-rail rate of 19.34 cents 
per 100 pounds on grain shipments from Port Arthur and Fort 
William, via the National Transcontinental Railway, to St. John 
and Halifax. If the request is granted, it will promote grain 
trade through Maritime ports, says the report. It is stated 
that the rate asked is necessary so that the National Trans- 
continental Railway will be fully utilized for the purpose for 
which it was construed, namely, to provide a route from Halifax 
to St. John that would take care of the transportation of 
Canadian grain through these ports. 
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uestions and Answers . 


In this department will be answered questions of both legal ang 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. _A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ’ : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


seitermnininrinenineid 
'  Q 


or that involves a situation too complex for the kind of investigation 


herein contemplated. : 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Limitation of Actions—Overcharges 


Wisconsin.—Question: December 24, 1924, we made a ship. 
ment (interstate) and prepaid freight. 

September, 1926, carrier presented an undercharge bill fo; 
$161, which was paid by us. 

February 6, 1928, we filed claim with carrier for overcharge 
on due bill account error in rate, after checking same over, 

Carrier advises the Interstate Commerce Commission haye 
instructed carriers not to entertain overcharge claims on inter. 
state traffic upon which over three years have elapsed from 
date of delivery until filing claims. 

We are under the impression that claim is not outlawed. 
inasmuch as that due bill was not presented until September. 
1926, and we would have three years from 1926 before being 
outlawed. 

Will you kindly advise us who is right? 

Answer: Subdivisions (c) and (d) of paragraph 3, of see. 
tion 16, of the interstate commerce act, which relate to the re. 
covery of overcharges, read as follows: 


(c) For recovery of overcharges action at law shall be begun 
or complaint filed with the Commission against carriers subject to 
this act within three years from the time the cause of action accrues, 
and not after, subject to subdivision (d), except that if claim for the 
overcharge has been presented in writing to the carrier within the 
three-year period of limitation said period shall be extended to in- 
clude six months from the time notice in writing is given by the 
carrier to the claimant of disallowance of the claim, or any part 
or parts thereof, specified in the notice. 

(d) If on or before expiration of the two-year period of limitation 
in subdivision (b) or of the three-year period of limitation in subdi- 
vision (c) a carrier subject to this act begins action under subdivision 
(a) for recovery of charges in respect of the same transportation 
service, or, without beginning action, collects charges in respect of 
that service, said period of limitation shall be extended to include 
ninety days from the time such action is begun or such charges 
are collected by the carrier. 


Under the provisions of subdivision (d), above quoted, you 
could have within 90 days from the date the carrier collected 
the undercharge, filed a complaint with the Commission for 
the recovery of the overcharge, while under subdivision (c), 
you would have had six months from the time the carrier de. 
clined to pay your claim, within which to file complaint with 
the Commission, had you filed your claim with the carrier within 
three years from the date of the delivery of the shipment. 

However, under the decision of the Supreme Court of the 
United States in Kansas City Southern Railway Co. vs. Wolf. 
261 U. S. 133, as construed by the Interstate Commerce Con- 
mission in its Conference Ruling of February 24, 1924, the carrier 
cannot, after the lapse of the statutory period (which has been 
increased from two to three years since the Commission's 
Conference Ruling was adopted), lawfully refund an overcharge. 
The Commission’s Conference Ruling referred to reads: 


Upon inquiries as to the effect of the decision rendered on Feb- 
ruary 19, 1923, by the Supreme Court of the United States, in Kansas 
City Southern Railway vs. Wolf, 261 U. S. 133, the Commission con- 
strues that decision and paragraph (3) of section 16 of the Interstate 
Commerce Act as prohibiting common carriers subject to the act from 
paying, subsequent to fhe two-year period of limitation contained in 
that paragraph, claims for overcharges presented to the carriers 
by shippers or consignees either within or subsequent to said two- 
year period of limitation, unless within said two-year period the 
claims have been presented to the Commission or to a court of com- 
petent jurisdiction in accordance with the applicable provisions 0% 
said act. 


Limitation of Actions—Undercharges 


West Virginia.—Question: Carload shipment logs moved 
from point in Virginia during August, 1925, to Wheeling, W. 
Va., via N. & W.-B. & O., from which point it was diverted to 
Cincinnati, O. Through rate was not applicable via Wheeling, 
but the carriers when making diversion did not so advise US. 
Delivering line originally collected charges on the _ through 
rate, but is now demanding payment of undercharge based on 
the combination of locals to and from Wheeling. As this ul- 
dercharge is based on misrouting, does not the two-year clause 
of paragraph 3, section 16, interstate commerce act, protect us 
against lawsuit? It is our understanding that, in the case of 
an overcharge on account of misrouting, a shipper cannot bring 
suit after two years from date of delivery, and it would seem 
that the rule should work both ways. Please support your ad- 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 







Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 








Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 







For Complete Information 
Communicate with 









F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 









F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg 
San Francisco, Calif. New Orleans, La. 












. C. Lona, Com. Agent 
FSi rhe Bldg 

































Chicago, Ill. 
Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . . 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 





ROUTE YOUR BILLS OF LADING VIA PEORIA, ILLINOIS 


Peoria,'the gateway between Eastern and Western Trunk line territories— 
no time lost in transfer. 


USE PEORIA GATEWAY 


Half-way Between Chicago and St. Louis 






ing extremely efficient service and cooperation 
to shippers who appreciate rapid transit of 
their merchandise. 


Peoria is also a rate breaking point which 

gives it considerable advantage over other cities 

} in the mid-west in the matter of freight rates. 
+ 


Shippers often overlook the terminal, a vital 
link in the routing of merchandise which re- 
quires speed in shipment. 















Terminals often cause delay in transfer. 
You will find the P. & P. U. Railway render- 
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PEORIA AND PEKIN UNION RAILWAY COMPANY 


INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager UNION STATION, PEORIA, ILL. 
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vice with such references as will be necessary in the event 
suit is entered against us. 

Answer: While it is true that a claim involving the misrout- 
ing of a shipment must be filed with the Commission within 
two years from the date of the delivery of the shipment (see 
our answer to “Florida” on page 1128 of the May 5, 1928, Traffic 
World, under the caption “Limitation of Actions—Misrouting’’), 
under the provisions of subdivision (c) of paragraph 3, of sec- 
tion 16 of the act, a carrier may bring an action for the re- 
covery of an undercharge within three years from the time 
the cause of action accrues, that is, three years from the date 
of the delivery of the shipment. Pennsylvania R. Co. vs. 
Carolina Portland Cement Company, 16 Fed. (2d) 760; N. Y. P. 
& N. R. Co. vs. Duer, 138 S. E. 563. 


Routing and Misrouting—Duty of Carrier Where Shipper Speci- 
fies Carriers but Not Junction Point 

Canada.—Question: We shipped two cars anthracite coal to 
X, routing same via carriers A and B. The initial carrier, how- 
ever, did not move cars in accordance with the routing specified 
in the bill of lading, but routed the cars via carriers A, C, D, B 
and E. 

At the time the bills of lading were issued there was no 
through rate published and the cheapest rate that could be 
applied was the mileage rate via the route specified in the bills 
of lading. The initial carrier at Y states that the bills of lading 
did not bear the proper routing instructions, but that as their 
agent did not make proper inquiries regarding the cheapest 
route and rate to X, they are willing to divide the responsibility 
and assume fifty per cent of the excess rate, to which I will 
not agree. My contention is that if the bill of lading did not 
bear proper routing, the carrier’s agent should have ascertained 
by telephoning to us as to the routing we had in mind, before 
the cars were forwarded, and that the cars should have been 
turned over to carrier B at Z, instead of the initial carrier taking 
the long haul. 

I will appreciate advice as to the status of our claim against 
carrier A. 

Should this claim be filed with the Canadian Railway Board 
or with the Interstate Commerce Commission, and are we en- 
titled to the full amount of our claim? 


Answer: There being, as we understand, an interchange 
connection between carriers A and B at Z, carrier A, as the 
initial carrier, should have turned the shipment over at 
that point to carrier B, if, as you_ state, the lowest 
combination applied via that route. In any event, no junction 
points having been shown by the shipper in the bill of lading, 
it was the duty of the initial carrier to forward the shipment 
via the cheapest available route composed of the lines shown 
by the shipper in the bill of lading, if such lines form a through 
route from point of origin to point of destination. See Sinclair 
vs. Windsor, E. & L. S. R. Railway Co., 18 Can. Railway Cas. 
344. See also United Kansas Portland Cement Co. vs. Mo. Pac. 
See also United Kansas Portland Cement Co. vs. Mo. Pac., 
Unreported Opinion A-321, of the Interstate Commerce Com- 
mission, also Republic Creosoting Co. vs. N. O. H. M., 50 1. C. C. 
201, In Unreported Opinion A-321, the Commission said: 


In its instructions to the initial carrier, the complainant specified 
the lines over which the shipment should move, but did not specify 
the junction point. It was therefore entitled to have the shipment 
move by the route that gave the lowest rate available via defend- 
ant’s lines. 


Your claim is one which should be filed with the Canadian 
Railway Commission. 


Tariff Interpretation—Application of Rule 34 of Classification 


Alabama.—Question: We ordered from a carrier two 40-foot 
cars. They furnished on our order one 40-foot car and one 
50-foot car. We load 29,100 pounds in the 50-foot car and 
20,500 pounds in the 40-foot car. A shipment loaded is subject 
to rule 34 of the classification. 

Please advise if we must pay the minimum of 22,400 on the 
40-foot car, or can we apply the excess of the minimum loaded 
in the 50-foot car to the weight loaded in the 40-foot car? The 
carrier claims that we should pay charges on a minimum of 
22,400 pounds for the 40-foot car. 

Answer: As rule 24 of the Consolidated Classification can- 
not be applied for the reason that this rule is not applicable 
where the minimum weight on a commodity is less than 30,000 
pounds, it is our opinion that there were, in fact, two orders for 
cars placed with the carrier—an order for a 40-foot car, which 
the carrier furnished, and another order for a 40-foot car, which 
the carrier filled with a 50-foot car. 


As to the first order, necessarily, the minimum weight for 
a 40-foot car must be assessed on the shipment loaded therein, 
assuming, of course, that the applicable rate is subject to the 
provisions of rule 34. 

As to the second order, under section 3 (a) of rule 34, the 
minimum weight for the size of car ordered governs when the 
carrier furnishes a larger car than that ordered, subject to the 
proviso that if the loading capacity of the car furnished is used, 
the minimum weight shall be that fixed for the car furnished. 
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Tariff Interpretation—Application of Rule 10 of the Classification 

Texas.—Question: Please give me your opinion on the 
following: 

There was shipped from Rockford, Ill, to Paris, Tex., a 
mixed car of wire nails and iron bolts. Item 5570, Johanson’s 
I. C. C. 2007, names rate of 77% cents on wire nails. Item 569) 
names rate of 84 cents on mixed car nails, bolts, etc., and item 
10645 names rate of 80 cents on bolts, straight carloads, Not 
mixed with nails. Rule 10, section 3-B, of Consolidated Claggj. 
fication No. 5, reads, in part, as follows: 


The charges on each separate carload will be based upon the car. 
load rate applicable to the highest classed article therein. 


Now the question is: Which is the correct rate to apply? 
For instance, interpreting rule 10, some have contended that 
80 cents would be the rate on the mixture, account it being 
the highest rated single article in the car. It is our contention 
that the commodity rate and description takes preference oye; 
the class rate which would apply under rule 10. However 
I. C. C. 2007 is governed by classification No. 5. 

Answer: Item 5690 of Agent Johanson’s I. C. C. 2007 pro. 
vides for a rate of 84 cents per hundred pounds on mixed ear. 
loads of nails and bolts. 

There is nothing in rule 10 of the classification which makes 
inapplicable the provisions of a commodity item where lowe, 
rates result from its application than from the application oj 
the provisions of rule 10 of the classification. The latter rule. 
to the contraary, contains a clause which states that the pro. 
visions thereof will apply when a lower rate results than from 
the application of a mixed carload commodity rate, the impli. 
cation being that the commodity rate applies where a lower 
rate results than from the application of the provisions of rule 10. 


Tariff Interpretation 

Michigan.—Question: Please refer to the question of ‘Michi- 
gan,” with answer, on page 452 of the August 25 issue of The 
Traffic World, under the above caption. 

The full routing as given in the question indicates that this 
shipment crossed the Ohio River at Evansville; therefore, 
Evansville is the gateway via which the shipment actually 
moved. In our opinion, with reference to a _ shipment from 
Ousley to Evansville, Detroit would be considered as a point 
“beyond.” Therefore, it would seem that on a shipment actually 
moving via Evansville, the Cincinnati combination, which is 
lower, should be applied. East St. Louis enters into this discus- 
sion only incidentally, it being one of the points through which 
the shipment passed on its way from Evansville to Detroit; a 
little out of a direct geographical line, it is true, but as we 
can find no provision in the tariff prohibiting the application 
of the through rate to such a shipment which might happen to 
move through East St. Louis, Chicago and Grand Rapids, would 
it not seem that your answer should be amended? With respect 
to the instant shipment, East St. Louis is not a river crossing, 
the shipment simply moving into that city from the Illinois 
side and moving out again on the same side of the Mississippi 
River toward the northeast. 

Further discussion would be appreciated. . 

Answer: As you state, there is nothing in Agent Clenus 
Watermelon Tariff No. 6, I. C. C. No. A-414, which would pro- 
hibit the application of the Cincinnati combination on a ship- 
ment moving through Evansville and East St. Louis to Detroit, 
Mich. 

The Commission has held that rates published in a tariff, in 
the absence of a restriction therein, are applicable via all routes 
composed of the lines parties thereto. See Kentucky Lumber 
Co. vs. L. & N., 122 I. C. C. 119; R. T. Frazier Saddlery Co. vs. 
Mo. Pac., 96 ¥. €. €. 1. 

The only limitation upon this principle is that the routes 
must not be unduly circuitous. It does not appear, however, 
that the route through East St. Louis is an unduly circuitous 
route. See Casterline, Inc., vs. Erie Railroad Co., 136 I. C. C. 
680, and Griesel Brothers, Inc., vs. C. G. W., 140 I. C. C. 525. 


Storage 


California.—Question: Please give an opinion as to whether 
or not storage should be assessed in the following instance: 

Consignee is notified July 19, 1928, of the arrival of 2 
cases. On July 30 he calls and receives 19 cases, being told 
that the twentieth case is in the carrier’s cooper shop being re- 
paired. The case in the cooper shop is eventually delivered 
August 28, without storage charges. Is storage charges for 
seven days applicable on the 19 cases? ; 

Answer: With respect to this question, see the Commls 
mission’s decision in Clark Co. vs. N. Y. C. R. R. Co., 81 I. C. ©. 
501. In this case the Commission, on page 502, said: 


Complainant contends that the charges for demurrage, reconsign- 
ment, and for the movement to Cleveland arose as a result of de- 
fendants’ error in omitting the order-notify provision from the trans- 
fer billing, and that therefore those charges were illegally assessed. 
While that error did result in delay in making proper tender of de- 
livery, the Denham Oil Company was notified of the arrival of the 
shipment on September 24. It therefor appears that the proximate 
cause of the accrual of demurrage and of the other charges com- 















mh 





No. 10 








ication 
nthe 





hex, « 
nson’s 
mM 569) 
d item 
Is, not 
Classi. 


he car- 


apply? 
d that 

being 
tention 
€ over 
wever, 


7 pro. 
d car. 


makes 
lowe; 
ion of 
r rule, 
e pro- 
| from 
impli- 
lower 
ule 10, 


Michi- 
f The 


it this 
efore, 
tually 
fron 
point 
tually 
ch is 
iscus- 
Which 
it; a 
Ss We 
ation 
en to 
vould 
spect 
sing, 
linois 
sippi 


III § 

pro: 
ship- 
troit, 


ff, in 
putes 
mber 
). VS. 


putes 
ever, 
itous 
Db. G. 


ror 


Os0. 


‘ther 
nce: 
f 20 
told 
r e- 
ered 

for 


mis- 
‘ Mi 


sign- 
de- 
ans- 
ssed. 
de- 
the 
nate 











September 8, 1928 





Ship WEST To 
ie 
San Die AO 





--the Beautiful Port 
WHERE DREAMS 


‘ THE TRAFFIC WORLD 559 


rnia 


A ym 





4c COME TRUE 


SHORTEST IN < 
THE wor.o/ — 


A VACATION 
SUGGESTION 


Due to rapid growth 
(100 per cent increase 
in population the last 
seven years), many 
new products’ are 
needed here. It will 
pay you to investigate 
the shipping and in- 
dustrial opportunities 
in San Diego. Why 
not make a personal 
Inspection trip? This 
iS a world-famous 
playground. Here, on 
this semi - tropical 
western sea, summers 
are cool and winters 
are warm. 
Thousands 
of interest- 


ing things 
to see and 
do in this 


historic city 
of romance, 
progress 
beauty and 
health! 


Strategically situated in the fast- 
est growing section of America—on 
“One of the World’s Ten Greatest 
Deep Water Harbors’—San Diego 
offers the East Coast and Mid-West- 
ern shipper unusual facilities and op- 
portunities for the profitable expan- 
sion of trade along the west coast of 
North and South America, the Islands 
of the Pacific and the Orient. 


San Diego is closer to all the cities 
south of Chicago and east of the 
Mississippi than any other Pacific 
Coast city—by land, water or air. 


Shipping in this harbor is safe at 
all seasons. Fast overland routes to 
San Diego are always cpen—winter 
or summer. 


The lowest freight rates in effect 
for Pacific Coast Terminals apply to 
and from San Diego via steamships 
calling at this port. This also applies 
to transcontinental rail rates, east- 
bound or westbound, on export, im- 
port and domestic traffic. 


Transcontinental rail rates to and 
from San Francisco and all inter- 
mediate points are applicable via 
San Diego, thus affording -this city 
the benefit of all “processing in tran- 
sit,” ‘‘storage in transit,’ ‘‘recon- 
signing’ and “diversion” privileges 
in connection with traffic to and from 
California points north of San Diego. 


Ample berthing space at the piers 
insures against delays in docking. 
Freight may be handled from vessels 
direct to cars by ships’ tackle. 


Send for 

FREE Booklet 

Interesting facts regarding San 
Diego as a manufacturing or 
distributing center, a home city 
or playground. No obligation. 
Write to Chamber of Commerce, 
Industrial Development Dept., 


ie 
an DICR° 


752 Chamber of 
Commerce Bldg. 








HAMMOND 


we 


Ce. 


Where converge the main 
traffic routes of the nation— 


Where freight rates are 
the lowest in the country, 
viz: Chicago rates— 





Where railways meet 
navigable waters—— 


Hammond is a log- 
ica) site for your 


mid-west factory 
or warehouse. | 


For maps and other information 
write to 


GOSTLIN, MEYN & 
WEISS, INC. | 


Realtors | 





SECOND FLOOR, FIRST TRUST BLDG. 


HAMMOND, IND. 
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plained of was the rejection of the shipment by 
Company and not the error of defendants. 


In our opinion, the principle of the above case is applicable 
to the instant case. It does not appear that had the consignee 
demanded delivery of the shipment within the period of free 
time following the carrier’s notice of arrival, delivery of the 
19 cases could not have been made by the carrier. However, 
regardless of this fact, inasmuch as delivery was not demanded 
until July 30, the storage charges which accrued between this 
date and the date of the termination of free time did not result 
from an error on the part of the carrier, but were the proximate 
result of the consignee’s failure to call for the shipment within 
the period of free time. 

Furthermore, under the principle of the Commission’s deci- 
sion in Darling & Company vs. P. C. C. & St. L. Ry. Co., 37 
I. C. C. 401, the consignee could not refuse acceptance of a 
portion of the shipment, assuming that the carrier could not 
have made delivery of the future shipment during the period 
of free time. In this case the Commission said: 


Under the tariff here applicable it is the duty of the consignee, 
and not of the carrier, to unload the freight within a reasonable time 
after its arrival at destination, and when this is not done and de- 
tention of equipment results, a reasonable additional charge may 
lawfully be imposed. The charge is imposed as a penalty per car for 
the purpose of conserving equipment. 

Separation of cars in transit is a common incident of trans- 
portation, involving no presumption of negligence on the part of 
the carrier, and no negligence is here charged or shown. In cases 
where delivery of less than an entire shipment is tendered, the con- 
signee has the alternative of either releasing the equipment by un- 
loading the portion offered for delivery or of paying charges pre- 
scribed for its detention. If it elects to defer unloading until the 
arrival of the entire consignment, it can not be heard to complain 
of the resulting additional cost. A rule beneficial in its general ap- 
plication may work occasional hardship but is not merely on that 
account to be condemned. 


See also Unreported Opinion 2047. 

Perishables—Liability of Carrier for Injury Thereto 

Ohio.—Question: During the winter months of last year 
we made several L. C. L. shipments of potatoes from one of 
our Ohio branches to points in Indiana, handled by carriers in 
regular box car service in view of the fact there was no regular 
refrigerator service in operation; bill of lading noted ‘‘Accepted 
at Owner’s Risk.” Shipments were furnished best movement 
possible, arriving at destinations and notification of arrival fur- 
nished us on Saturday at 4:30 p. m. Delivery was not actually 
taken uutil Monday morning, at which time the potatoes were 
found to be frozen, resulting in considerable loss. 

The carriers have declined to make settlement of claims, 
calling attention to notation on bill of lading and best possible 
movement of freight furnished. We contend, however, that 
since shipments did not arrive at destination until late on 
Saturday afternoon, at which time we were not in a position 
to take delivery, that carriers should have taken the necessary 
precautions to protect our merchandise from freezing, even to 
the extent of placing them in a warm freight house or station. 
Are we correct in our contention and have we any recourse 
in the way of defeating the position taken by the carriers? 
Can you quote any specific reference to like decisions concerning 
this feature? 

Answer: For the shipment of goods of a perishable nature, 
such as fruit or vegetables, miik, butter, etc., it has been held 
that the carrier undertaking their transportation must furnish 
cars especially adapted to the preservation of such goods during 
the time required for their transition from the place of shipment 
to the place of destination. Beard vs. Ill. Cent. R. Co., 44 N. W. 
800. 

Other cases hold that a railroad, by its contract to carry 
safely, does not insure perishable freight against the effect of 
temperature encountered by it during the period ordinarily re- 
quired by it for transportation, unless the circumstances under 
which the contract of carriage is made are such as imply an 
undertaking to that effect on the part of the carrier, or that 
there are tariff provisions which specifically authorize such a 
contract of carriage. Brenninson vs. P. R. R. Co., 110 N. W. 
362; Pacific Fruit and Produce Co. vs. Nor. Pac., 26 Pac. 852; 
Clements vs. D. & R. G., 219 S. W. 660. 

As to the duty of a carrier to furnish refrigerator service 
for less-than-carload shipments, see Longo Fruit Co. vs. Illnois 
Traction System, 38 I. C. C. 487. See also rule 31, section 3, of 
Consolidated Classification No. 5, which provides that less-than- 
carload, or any-quantity ratings applicable on freight requiring 
protection against heat or cold should not obligate the carrier 
to provide refrigeration, or refrigerator or lined cars, heater or 
heated cars, or cars otherwise specially equipped for such pro- 
tection, except under the conditions which the carriers’ tariffs 
provide. In its decision in Longo Fruit Company case, the 
Commission said: 


Section 1 of the act to regulate commerce requires carriers to 
furnish refrigerator cars upon reasonable request therefor and the 
main question presented is whether or not complainants’ request for 
refrigerator or heated cars for transportation of their less-than- 
carload shipments is reasonable. In Lake-and-Rail Butter and Egg 
Rates, 29 I. C. C. 45, we held the determining factor to be whether 
or not the tonnage offered was sufficient to render the request rea- 
sonable. Both this Commission and the courts have held that car- 
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riers have the right to make reasonable and appropriate rules 
specting the acceptance, and transportation of traffic. = 
Complainants’ tonnage does not appear to be sufficient to Warra 
refrigerator or heated car service, and we find nothing unlawful - 
unreasonable in the notation placed on bills of lading exempting - 
fendants from damage caused by freezing. - 


While it is true that during the period of free time a ¢g,. 
rier’s liability is that of a common carrier (see Michigan Centra] 
Railroad Company vs. Owen & Co., 256 U. S. 427; L. & NR 
Co. vs. Riley, 160 N. E. 730), the carrier’s duty with respect t, 
a shipment held at destination awaiting delivery is no greate, 
than it is while the shipment is being transported from point of 
origin to point of destination. In L. & N. R. Co. vs. Riley, 16) 
N. E. 730, referred to above, it was held that where a carloaq 
of bananas arriving at destination on Saturday, were retained jy 
the carrier’s possession until the following Monday morning 
which period was within the 48 hours’ free time for unloading 
authorized under the bill of lading, the carrier during suc, 
period owed the same duty in respect of the shipment as though 
it was still in transit. 

There is no duty on the part of the carrier to provide speciaj 
services not authorized or held out by a tariff provision, unde; 
the decision in Dolan Fruit Co. vs. Davis, 196 N. W. 168, in 
which case the court, on page 169, said: 


It seems to be well established that under these provisions of 
the statute the carrier is prohibited from extending to.a shipper any 
special advantages or facilities not provided for in the tariffs go 
filed with the Commission and that any contract to that end is void. 
C. & O. R. Co. vs. Kierby, 225 U. S. 155; Bradford vs. Hines, 297 
S. W. 889. These two cases were actions upon contracts claimed 
to have been made by the carrier for services and facilities in the 
transportation of freight which were not provided for in the published 
tariffs; neither one presented any claim of negligence. In McGovern 
vs. A. A. R. Co., 165 Wis. 525, 162 N. W. 668, it was held: 

“Where a railroad by its published tariffs, approved by the 
I. C. C., offered the shipper of apples the opportunity to put a stove 
in the car, with a man in charge of it under certain conditions, bu 
did not offer to warm or house the car itself, and a shipping contract 
covering a car of apples was made in the dead of winter, when both 
parties knew that zero weather was liable to come at any time, and 
the weather conditions were fully understood, and the shipper ac- 
cepted a bill of lading including the words ‘owner’s risk,’ so that 
the liability of the railroad was limited to liability for negligence, 
and the car went through expeditiously and on schedule time, but 
reached destination with the apples frozen, the carrier was not 
liable to the consignee.”’ 


Weights—Carrier’s vs. Shipper’s Weights 


lowa.—Question: Can you give me reference to any pro- 
ceedings before the Interstate Commerce Commission concern. 
ing the protection of shipper’s weights versus track scale 
weights? Our Chicago branch is making carload shipment 
specifying on the bill of lading the total weight of the building 
woodwork, such as sash, doors, etc., as ascertained by weighing 
the entire contents of the car on warehouse scale. On such 
cars the carrier, however, has collected charges based on the 
track scale weights where same are found to be in excess of the 
shipper’s weight, and in some instances have used our weights 
where they are in excess of track scale weights. 


Additionally, in some instances they have failed to weigh 
car, and have used the bill of lading weight. ; 

We have supported our weights by affidavit, which has not 
proved convincing. If the Commission has had before it at any 
time the matter, I thought possibly their conclusion might be 
of assistance in our negotiations with the carriers. 

Answer: While the Commission has said that a carrier 
should not be required to accept weights ascertained by ship 
pers on their private scales (Providence Fruit & Produce Ex 
change vs. Director-General, 66 I. C. C. 300, and S. C: Schenck 
vs. N. & W. Ry. Co., 29 I. C. C. 125), it has, where a carrier's 
weights were questioned, given consideration to weights found 
by a consignee on his scales at point of destination. See Key- 
stone Wood Co. vs. Pa. R. R. Co., 38 I. C. C. 622; S. C. Woolman 
& Co. vs. Pa. R. R. Co., 44 I. C. C. 530, and Aetna Portland 
Cement Co. vs. D. G..H. & M. Ry. Co., 46 I. C. C. 407. Never 
theless, inasmuch as disputes as to the weights of past ship 
ments raise questions of fact which are quite difficult of deter 
mination, evidence of a very positive character as to the incor 
rectness of the scaling by the carrier is necessary before another 
weight will be substituted therefor. Browne Grain Co. vs. G. ¢. 
& S. F. Ry. Co., 20 I. C. C. 163. Monon Lumber Co. vs. Director 
General, 109 I. C. C. 429. 

Whether in the instant case a refund of charges based upol 
the difference in the weights found by the carrier and that 
found by the consignee can be had will depend on the evidence 
which can be produced as to the accuracy of your weights found 
as compared with the weights found by the carrier on its track 
scales. 


PARCEL POST REGULATION 


Effective at once, parcel post packages addressed for de 
livery in St. Pierre and Miquelon will be subject to a transit 
charge of 12 cents a pound or fraction thereof, in addition t 
the postage rate of 14 cents a pound or fraction of a pound. 
according to an announcement by W. Irving Glover, second as' 
sistant Postmaster-General. 
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is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
[=| ways knows the exact situation with (jf 
regard to his rates and those of his |@ 
i} competitor. el 


































































When he sees a rate in which he 
q is interested mentioned in one of 
ia] these dockets, as published in 
* 2 
The Traffic Bulletin 
hon sa 1) 
ia} he knows he still has time to let a 
the committee have his views in 
S| the matter, and he expresses 
them, either for or against the 
S proposal. 
i] [a 
Are you taking advantage of = 




















| this privilege of having a voice iG 
gl in the making of your own rates? 
i] ia 
a Besides the dockets of eighteen rate _ (2! 
committees, THE TRAFFIC [= 
ij] BULLETIN prints regularly the [al 
fl} hearing bulletins and disposition 
i} ~=notices of several of them, and more [J 
=} than ten other important items. a 
= 1, 
ig) (ai) 
g May we send you a copy ital 
ie of the current number? 
ie 
a] The Traffic Bulletin a 
= 418 S. Market St. Chicago, Hinois f= 
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Finds Big Opportunity 
in Traffic Management 


‘*How can I stick to my present job and 
still advance to a responsible executive 
position ?’’ 

That was Walter Baker’s problem when, 
as traffic clerk with one of the largest whole- 
sale grocers in New England, he enrolled 
with LaSalle for home-study training in 
Traffic Management. 


‘I had been handling traffic work for 
two years,’’ writes Mr. Baker, ‘‘but I really 
had very little knowledge of what it was all 
about. Within one month after receiving 
the first lesson, however, I learned more 
about traffic management than I had picked 
up in two years’ experience. 

‘*As I progressed, my training in scienti- 
fic traffic management enabled me to make 
a complete study of the firm’s transportation 
methods and policies, with the result that 
I was able to make certain modifications 
which increased our selling area. Later I 
had opportunity to make an important study 
of warehousing and refrigeration. 

‘Since taking LaSalle training in Traffic 
Management, I can claim entrance to the 
‘100% Club’—and what is probably of even 
more value, an acquaintance with numerous 
executives in the traffic field that I prize 
highly.’’ 

Mr. Baker is now Traffic Manager of his 
firm; also Chairman of the transportation 
committee of the Boston Wholesale Grocers’ 
Association; Chairman of the traffic group 
of the Retail Trade Board of Boston; and 
member of the New England Shippers 
Advisory Board. 


Send for Free Book — 
“Opportunities in Traffic Management” 

Are you eager to get ahead—in a profession that’s 
still uncrowded and that offers unusual opportunity 
to show results? 

The need for trained traffic men is great — and 
steadily increasing. Complete information is yours 
for the asking—clearly and interestingly told in a 
64-page book entitled, “‘Opportunities in Traffic 
Management,” which LaSalle will send you free. 

To many a man this book has been worth many 
times its weight in gold, for the reading of it has 
helped set him on the path to Fortune. 

What willitdofor you? Possibly a great deal! At 
least, it’s worth a careful — Do your part by 
clipping and mailing the coupon NOW. 


os eee e@Find Yourself Through LaSalle!a= aaa == 
LaSalle Extension University 
The World's Largest Business 
Training Institution 
Dept. 995-TR Chicago 
pion as applies to ‘my sdvancement 
copy 








ness field below. 
of ‘‘Ten Years’ 
One,” all wi obligation. 


O Railway Station Correspondence 
Ola agement f LL.B oer Bookkeeping 
w— o . 

O Commercial Law OC. P. A. Coaching 
Industrial Business English 

O Modern Foremanship 0 Spanish 

O Personnel Management 0 Speaking 

O Banking and Finance O Stenotypy—Stenography 

O Credit and Collection Correspondence 

DREERG . ccrccececcceccccccsocccececceccesesescncosescscescceces oo 

Benet Pestle .ccccecccnncenenssccnnsveccnsvecesccsscecccenns 

Address ....-.-2222--220eeecncescocee: weecccccoce 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo rates have remained firm in the last week, due 
principally to the limited volume of available tonnage, despite 
the fact that chartering has been carried forward at only a 
moderate pace. The unusual activity of the last month has 
taken out of the market many of the vessels available during 
September, with the result that ship owners believe no recession 
in rates is to be expected in the immediate future. 

Chartering in the grain trade continues at a fair rate. It is 
expected that improvement in business from the West Coast 
and a revival in buying for shipment from Montreal during 
October will prevent any material reaction in North Atlantic 
rates during the September-October period. Whether the cur- 
rent range of rates will be advanced depends upon develop- 
ments in the grain market in the next several weeks. 

Little demand is noted from Montreal to the usual con- 
tinental ports of Antwerp, Rotterdam, Hamburg and Breman. 
Among the fixtures made during the week for heavy grain were 
12%c to Antwerp or Rotterdam for September loading; 14%c 
for the last half of October; 16% to North Spain and 19% to 
Sweden, both for the first half of September. The average to 
the Mediterranean is 16 to 16% for the first half of October 
and 17c for the last half of October. 

Maintaining the level that has ruled for several months, 
the United States Intercoastal Lumber Conference set the rate 
on eastbound lumber at $14 for November. The stabilized 
figure is said to have resulted in benefit to the carriers, shippers 
and distributors, former fluctuations having been detrimental. 

The following westbound intercoastal rate changes were 
made public by H. M. Runyon, Pacific Coast representative of 
the United States Intercoastal Conference at San Francisco: 


Item No. 2397—Machinery, machines and parts thereof, used or 
secondhand. Cancel the above item. 

Item No. 440—Booths, telephone, wooden, and parts thereof. Add 
after wooden, “iron or steel.’’ 

Item No. 1480—Automatic machine-made glassware. Add “solid 
glass balls.” 

New Item No. 1944—Mortar troughs, iron or steel, N. O. S. car- 
load, $1.25; less carload, $2.15; minimum, 24,000 pounds. 

New proportional contract No. 3726, viz.: Children’s vehicles, 
non-self-propelling, viz.: Automobiles, in boxes or securely crated; 
hand cars, in boxes or securely crated; tricycles, in boxes or securely 
crated; velocipedes, in boxes or securely crated; wagons, in boxes 
or securely crated; carriages, doll, collapsed, folded flat or K. D., or 
with gears on, wheels and hood off, boxed or securely crated; go- 
carts, doll, collapsed, folded flat or K. D., in boxes or securely crated; 
sulkies, doll, collapsed, folded flat or K. D. flat, in boxes or securely 
crated; also parts of above mentioned articles when shipped with 
said articles, in boxes or securely crated. Expiring end of year. Pro- 
portional contract rates, Cleveland, O., 85c; Toledo, O., 80c, per 100 
pounds; both minimum 15,000 pounds. 

Item 3801—viz.: Wire goods. Add ‘carpet beaters.’’ 

Item 1510—Glass and glassware. Reduce less carload rate entry 
covering —— shades, value exceeding $24 dozen to $2.15. 
Item No. 2521—Lawn mowers and parts for same. 

piratory date to July 31, 1929. 

New Item No. 3128—Uncleaned grass seed; $1.00 minimum, 3,000 
pounds; when released value not exceeding 2 cents pounds, 90 cents 
per 100 pounds, minimum 30,000 pounds. 

Reduce less carload rate Item No. 590 to 90 cents. 

Item No. 1510—Globes or shades, lamp. Correct less carload rate 
og A es on entry globes or shades and in lieu insert carload 
rate $2.15. 

Contract Item 726—Chloride methy, steel cylinders, on deck only. 
Expiring end of year. Rates 60 cents, minimum 15,000 pounds, all 
lines; also 45 cents ‘“‘A”’ lines and 40 cents “BC” lines, minimum 30,000 


Extend ex- 


990—Cork shapes or discs. Change stoppers, cork 
bottles to read: ‘‘Stoppers, bottle, viz.: Aluminum cork and wood 
combined, glass, other than cut or ground; metal and rubber com- 
bined; bottles with swab attachments; stoppers, cork, bottle.’’ 

Item 600—Caps, stoppers or tops. Change entire description to 
read: ‘‘Caps, covers, tops for bottles, cans, glasses, jars, other than 
display, viz.: Caps, covers, tops, bottle, can, glass, jar; viz.: Aluminum, 
tin combined with or without fiber or cork inserts; boxes, iron, steel, 
tin or zinc, with or without fasteners; boxes, glass or glass and 
metal combined with or without fasteners, paper and tin rings.’ 

Item No. 2795—Cancel same—viz.: Peel, citron, grape fruit, lemon 
or orange—and add commodity to item 1030—viz.: Dates and figs. 

Item No. 1160—viz.: Electric supplies—add words in sets or 
separate after entry covering percolator sets, etc. 

Rule 2, Section Aye, of Westbound Minimum Rate List No. 4— 
Add following paragraph: 

“In the event consignees or shippers instruct delivery of ship- 
ments by railroad switch movement and do not have a representa- 
tive on hand at port of discharge to cheek or receipt for shipment 
into or. on car, ship’s check will be final and complete delivery with- 
out further liability to intercoastal carrier.’’ 


Transatlantic—Great Britain and Ireland—New conference 
contract rates to United Kingdom base ports have been estab- 
lished as follows: Prepared wall plaster, in paper lined bags, 
$1 per 100 pounds; cream of wheat, in cases and cartons, 40c 
per 100 pounds; force (cereal), in cases, 60c per 100 pounds; 
rolled oats, in cases, 45c per 100 pounds, empty trunks, setup, 
30c per cubic foot. 

Effective September 1 and through to December 31, 1928, 
tariff rates on apples and pears are as follows: In barrels, 
ordinary stowage, $1.10 per barrel, refrigerator stowage, $1.40 
per barrel; half-barrels, ordinary stowage, 65c per half-barrel; 
wooden boxes strapped or wired, ordinary and refrigerator 
stowage, 30c per box; tub-shaped baskets, cross strapped or 
wired, ordinary stowage, 60c per basket, refrigerator stowage, 
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70c per basket; cartons in wooden boxes, double strappeq ordi 
nary stowage, 75c per box, refrigerator stowage, $1 Der bor. 
all other packages, including fiber cartons and baskets, N, 9 x; 
ordinary stowage, 30c per cubic foot, refrigerator Stowage "ge. 
per cubic foot. rm 

It will be noted that these rates are higher than rates , 
plying through August 31, 1928, but it is understood that Con. 
ference contracts will be submitted to interested shippers 9, 
a lower basis than tariff rates quoted above. 

Transatlantic-Continental Conference.—Present rates on a, 
ples of 40c per box, or $1.10 per barrel, ordinary stowage - 
60c per box, or $1.60 per barrel, refrigerator stowage, to Con 
tinental base ports, have been extended through December 3 
1928. 

The next meeting of this conference will be held about the 
middle of September. 

South and East Africa—Muralo or similar dry earthpain, 
takes new rate of $8 per ton of 2,240 pounds, or 40 cubic feg 
ship’s option, Capetown basis. 

Argentine and Uruguay-River Plate: Montevieo and Bueng 
Aires.—Rate on insulating board is now $11 and $10 per ton 
2,240 pounds, or 40 cubic feet ship’s option, on passenger anj 
freight steamers, respectively; fire engines interpreted to take 
same rates as automobiles, i. e., $11 per ton of 2,240 pounds, or 4 
cubic feet ship’s option; medicinal bark and herbs, $11 and $10 
per ton of 2,240 pounds or 40 cubic feet ship’s option, on pag. 
senger and freight steamers, respectively. 

Venezuela and Guiana.—Rates on potatoes to Maracaibo, 
Puerto Cabello and Laguavre have been reduced 25 per cent 
effective August 26. 

It is announced here that three of the steamship companie 
touching Mexican ports have decided on a reduction in freight 
rates between Mexican and American ports. 

Previous rates have been on a basis of cubic feet or of 
weight, at the option of the companies. It is stated that ney 
rates will be on a basis of weight only, 100 pounds being th 
unit. The companies reserve the right to vary their rates from 
port to port and also to quote proportional rates where land 
transportation is also involved. 







































NEW ENGLAND PORT STUDY 


The bureau of operations of the Shipping Board and the 
board of engineers for rivers and harbors, War Department, 
have published their report on the principal seaports of south 
ern New England. Included in the volume are studies of New 
London, Bridgeport, New Haven, Norwalk, and Stamford, Conn; 
Providence and Newport, R. I.; and New Bedford and Fall River, 
Mass. The volume is one of a series published jointly by these 
two government organizations for the benefit of the country’s 
commercial and shipping interests, as well as to encourage the 
development of adequate seaports and modern port facilities. 

The report is expected to meet a growing demand on the 
part of the public for port information regarding port and har 
bor conditions, port customs and regulations, port services and 
charges, fuel and supplies, port and harbor facilities, railroad 
switching, transit privileges, loading and unloading charges, 
steamship lines, and commercial statistics relating to the ports. 

According to the information given, Providence ranks first 
in point of water-borne commerce among the nine ports of the 
group. In the six-year period 1920-1925, the commerce of Provi- 
dence averages 4,306,076 tons annually. The value of its com: 
merce in 1926 was $437,480,000. In the period covered by the 
report, Fall River ranked second, New Haven third, and Bridge 
port fourth. Newport, Norwalk and Stamford are shown to have 
comparatively small receipts and shipments of general met 
chandise, and the value of the commerce at these ports is 
therefore small compared with that of the other ports. The 
last two, however, are important as distributing points for coal 
and building materials. 

The ports of Providence, New Bedford and New London 
have state piers constructed for the purpose of developing traffic, 
although none of these piers has been used to anything like 
their capacity. Difficulties have been experienced in attracting 
regular steamship lines operating to foreign points and to the 
Pacific coast, due largely to the close proximity of New York 
and Boston. 

Providence is the only southern New England port noW 
having regular service to overseas points. There is one steal 
ship line which calls at this port that has fortnightly service 
to an extensive list of Mediterranean ports. In recent years, 
Providence, New London and Fall River have developed al 
important intercoastal trade with the Pacific coast. In the casé 
of Providence, the business is of a miscellaneous nature, with 
petroleum products and lumber predominating. At New Londot 
the business is confined chiefly to lumber, while at Fall River 
it is confined to petroleum. 

The large refining and storage plants at Providence and 
Fall River make these ports important distributing points for 
petroleum products throughout southern New England. At 
Providence a large lumber plant distributes its products through: 
out the adjacent territory. There is also another large lumber 
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Ship by Water 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 
FROM 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply te 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. Drexel Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 


Ship 


to Mexico 


By Steamer 


NEW YORK TO 
Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York anp Cusa Mat S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 


TRAFFIC WORLD 


TRANSMARINE LINES 
Direct Service 


LOS ANGELES (witmington—Berth 188) 
SAN FRANCISCO (Pier 41) 
OAKLAND (Grove Street Pier) 


—_— Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Railroad 
tral Railroad of New Jersey 
Lehigh Valley Railroad 


September 19 
October 3 


AND ALTERNATE WEDNESDAYS THEREAFTER 


— Gulf-Intercoastal 


MOBILE, ALA. (Ripa P Sed Docks) Steamer 


September 13 
September 27 
| rs SUDAWSONCO 
SUTORPCO 
AND ALTERNATE THURSDAYS THEREAFTER 


TRANSMARINE LINES 


Port Newark Terminal General Offices: 
Telephone Mulberry 4300 . oe New York City 


Agencies: Buffalo, Chi » Los Angeles, Mobile, 
Oakland, Pittsburgh, San Francisco, Seattle 


‘Salary Increased $25.00 
Monthly and the 


door opened on 
three good outside 
propositions since 


enrolling with you” 


J. R. MALONEY, Traffic Mgr. 
4929 Dearborn St., Pittsburgh, Pa. 


This is just one of scores of similar genuine 
letters in our files. Our unique PRACTICAL 
traffic training can do as much—or more— 


for YOU. 


Two separate courses—graduated to fit your 
traffic knowledge and experience: (1) Traffic 
Specialization; (2) Traffic Law and I.C.C. 
Procedure. 


Fall Chicago resident classes start Sept. 21. 
Mail training available at all times. Write, 
phone or call today for full particulars, ad- 
vising course in which interested. 


NIG OEADANCED rep 


cA Single Subject Well Taught! 
Desk B = 608-618 South Dearborn St., Chicago Harr. 8650 
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terminal at Portsmouth which serves the same territory on an 
equally favorable rate basis. 

Information contained in the report shows that Providence, 
Fall River and New Bedford are extensively used for the receipt 
and distribution of cotton and other textiles to mills in the 
vicinity, and all the nine ports considered in the report are used 
extensively for the receipt of coal and building material. 

The ports of this group are well supplied with coastwise 
service affording regular and quick communication with each 
other and with New York. With the construction of the several 
state piers, facilities have been provided at which new steamship 
lines may obtain adequate accommodation, and thus the first 
step has been taken toward broadening the trade of these ports. 


OCEAN MAIL ROUTE RULING 


J. R. McCarl, comptroller-general of the United States, in 
response to a request from the Postmaster-General, has ruled 
that the latter, under the merchant marine act of 1928, may 
award contracts for ocean mail service from New York and 
New Orleans to ports on the Isthmus of Panama by a steam- 
ship line from New York terminating at the Canal Zone, either 
by way of Havana or direct, and by a steamship line from New 
York, via ports on the Canal Zone, to Pacific coast ports of 
the United States, the mail route to cover only that part of 
the line from New York to the Isthmus, or perhaps, in some 
cases, from New York to Havana. 

Section 404 of the merchant marine act of 1928 provides 
that the Postmaster-General may enter into ocean mail contracts 
with citizens of the United States for the carrying of mails 
between ports (exclusive of ports in the Dominion of Canada 
other than ports in Nova Scotia) “betwen which it is lawful 
under the navigation laws for a vessel not documented under 
the laws of the United States to carry merchandise.” 

The question raised by the Postmaster-General’s request for 
a ruling was whether or not the ports of the Canal Zone came 
under the coastwise laws of the United States which exclude 
other than American ships from the coastwise trades. 

“It appears that the ports of the Canal Zone are not con- 
sidered by the agencies of the government charged with the 
enforcement of the navigation laws of the United States as 
being included within or governed by the laws relating to the 
coastwise trade of the United States, and that under the navi- 
gation laws of the United States vessels not documented under 
the laws of the United States are permitted to carry merchan- 
dise between ports of the United States and ports in the Canal 
Zone,” said Mr. McCarl 

“That being the only requirement necessary under both 
sections 401 and 404 of the merchant marine act of 1928 for 
the entering into contracts for the carrying of the mails under 
Title IV of that act, you are advised that the entering into such 
contracts as are referred to in your submission is authorized.” 


OCEAN MAIL BID 


The Postmaster-General has received a bid from the Oceanic 
Steamship Company of San Francisco for the transportation of 
the mails from San Francisco, Calif., to Sydney, Australia, under 
the provisions of the merchant marine act of 1928. The bid is 
as follows: For class 4 vessels, $6 a nautical mile; for class 3 
vessels, $8; for class 2 vessels, $10, and for class 1 vessels, $12. 


: OCEAN MAIL CONTRACT 
The New York & Cuba Mail Steamship Company has ob- 
tained from the Postmaster-General a contract for carrying the 
mails between New York and Havana, Cuba. The company’s 
bid, which was accepted, was as follows: Class 2 vessels, $10 
os a sate mile; class 3 vessels, $8 a mile; and class 4 vessels, 
a mile. 


COMMERCE IN U. S. VESSELS 


The water-borne foreign commerce of the United States 
involves the transportation annually of more than 113,000,000 
long tons of freight valued at nearly $8,000,000,000, and the 
freight bill for 1927 for transporting this commerce amounted 
to more than $760,000,000, according to an analysis of ocean 
commerce statistics made by Alfred H. Haag, director of the 
bureau of research of the Shipping Board. 

The analysis shows also that thirty-three countries, with 
more than 5,760 vessels, participate in the transportation of the 
foreign commerce of the United States and that over 4,000 
foreign-flag vessels carry more than 66 per cent of the country’s 
entire foreign trade. 

One thousand six hundred and seventy-five American-flag 
vessels of 7,000,000 gross tons carry less than 34 per cent of 
the entire foreign trade of the United States, according to Mr. 
Haag. He says that less than 4 per cent of these vessels have 
been built since 1921. 


CAR FERRY, NEW ORLEANS TO HAVANA 
The beginning next December of a car-ferry service between 
New Orleans, La., and Havana, Cuba, employing a new type of 
car carrying vessel has been announced by the Over-Seas Rail- 
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ways, Inc., an independent American corporation in po Wa 
directed or controlled by any railroad or steamship compay 
The new vessel, which is constructed under various patents 
both American and foreign, controlled by the operating com. 
pany, will have a capacity of 95 freight cars carried on multiple 
decks. Weekly sailings from each port will be maintaineg With 
connections with all railroads entering New Orleans, and With 
the United Railways of Havana at Havana. Although of ap. 
proximately the same size and cost as the present car ferry 
this new vessel’s capacity will be more than three times tha 
of the present type, it is stated. 

Graham M. Brush is president of the Over-Seas Railways 
Inc., and Joseph Hodgson, who will direct operations from New 
Orleans, is vice-president. 

- 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended August 25 was egij. 
mated at 9,274,000 net tons by the Bureau of Mines of the Depa. 
ment of Commerce. Compared with the revised estimate for the 
preceding week, this showed an increase of 315,000 tons, or 35 
per cent. Anthracite production was estimated at 1,732,000 ne 
tons, as compared with 1,416,000 tons in the preceding wee, 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended August 25 totaled 372,463 net tons, of which 
208,980 tons were for New England delivery. 


MISSOURI RIVER IMPROVEMENT 


Allotment of an additional sum of $800,000 for the prosecy. 
tion of the work of making a six-foot channel in the Missouri 
River to Kansas City has been announced by the War Depart. 
ment. An original allotment of $3,000,000 was made from the 
appropriation for river and harbor work on the Missouri. The 
department said that this sum had either been obligated or 
allocated so that additional funds had been made available that 
the work on the six-foot channel might go forward as rapidly 
as possible. 


CHANGES IN DOCKET 


Hearing in No. 20630, J. Fred Amsden vs. Can. Nat’! Ry. et 
al., assigned for September 7, at Washington, D. C., before Ex. 
aminer Curtis, was canceled and reassigned for October 8, at 
Washington, D. C., before Examiner Curtis. 

Further hearing in No. 17517, rates on chert, clay, sand and 
gravel within state of Georgia, and No. 17763, Roquemore Gravel 
Co. et al. vs. A. B. & A. Ry. et al., assigned for September 5, at 
Atlanta, Ga., before Examiner Waters, was postponed to date to 
be hereafter fixed. 


WESTERN WAGE CONFERENCE 


Members of the associations of general committees, repre- 
senting the conductors and trainmen of the roads west of Chi- 
cago, have been in conference at Chicago since September 7 to 
consider the agreement reached last week at Washington be- 
tween the officials of the Order of Railway Conductors, the 
Brotherhood of Railroad Trainmen, and the representatives of 
the railroads on the disputed matter of wages and working rules. 
The agreement reached in Washington is subject to the ap- 
proval of the employes’ committees. According to reports, the 
strike vote taken by the unions left the question of the action 
to be taken in the hands of the union officials. E. P. Curtis, 
head of the conductors’ organization, on September 7, declined 
to make any comment on the probable outtome of the con- 
ference other than to say that no action had been agreed on 
at the time and that the conference would probably continue 
for a number of days longer. 


Digest of New Complaints 


No. 21266. Peaslee-Gaulbert Co., Louisville, Ky., vs. Santa Fe et al. 

Unreasonable rates on linseed oil, from Buffalo, N. Y., Superior, 
Wsi., Des Moines, Ia., and Minneapolis, Minn., to points in Texas 
and Oklahoma. Asks for reasonable rates and reparation. 

No. 21267. Signal Mountain Portland Cement Co., icago, Ill., vs. 
Alabama Great Southern et al. 

Rates on cement, from Chattanooga, Tenn., to points in Florida 
in violation of the fourth and sixth sections of the interstate 
aet. Asks for reparation. 

No. 21268. National Petroleum Association, Washimgton, D. C., V5 
Atlantic Coast Line et al. 

Charges in violation of first three sections of the act, on 
fullers’ earth, between points in Georgia and Florida, and points 
in western Pennsylvania, western New York, West Virginia, 
Ohio, Indiana and Illinois. Asks joint through rates and joint 
through routes. 

No. 21269. Owl Creek Phosphate Mining Co., Lakeland, Fla., vs. At- 
lantic Coast Line et al. : 

Rates in violation of first three sections of the act, on phos- 
phate rock, from Benotis, Fla., to Anniston, Ala., and other points. 
Asks rates for future and reparation. 

No. 21270. Roach Creek Coal Mines, Inc., et al., Cincinnati, O., V5. 
Ann Arbor et al. 

Allege violation of sections 1 and 3 of the act, by reason of 
defendants’ refusal and failure to perform transportation serv- 
ices between Roach Creek and Roach Creek Junction, Tenn., oF 
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eer 1 tt ONC ERO a eR 
OCEAN DOMINION STEAMSHIP CORPORATION 
OCEAN SERVICE 
PROPOSED SAILINGS 


(Subject to change without notice) 


reste “Haiti” |“Achities” | “Haiti? | A Steamer | “Haiti? | A Steamer 
WEWYORK.SI.| suiy 11) uty 26 | August 4} August 17 | August 31 | September 14 
wT. THOMAS... July 17 (Leaves /|August 10 (Leaves September 6 Qa. 
7, GROIX.....| July 17 | Norfolk, Va.,| August 11|Norfolk, Va.,| September 7 | Norfolk, Va. 
gt. KITTS....- July 18 4 days August 12 4 days September 8 4 days 
TaTIOUA....-- July 19 before August 13 before September 9 before 
gUADELOUPE. | July 20) New York) | August 14) New York) | September 10] New York) 
DOMINICA.....| July 21 August 15 September 11 
MARTINIQUE. . July 21 August 15 September 11 
7. LUCIA.....| July 22 August 16) ~—~—«*(|September12)=2=*SSSS 
BARBADOS.....| July 23 August 16 September 12 
TRINIDAD..Arr.| July 25| August 5 | August 18] August 27 | September 14| September 24 
TRINIDAD. .Ly.| July 25 August 19 September 15) 22=2COS™ 
GRENADA... July 26 August 20 September 16 
ST. VINCENT..| July 26 August 21 —<—z- 
DOMINICA... July 27 August 22 —_s 
GEORGETOWN. August 8 August 30| | —~«| September 27 
PARAMARIBO.. August 10 September 1 September 29 
CAYENNE...... August 12 September 3 “October 1 
WAOADS. .Arr. | August 1 August 28 September 24 
NEW YORK. Arr.| August 2 August 29] =| September 25| ae-weme=se— 





FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 


OCEAN DOMINION STEAMSHIP CORPORATION 


WHITEHALL BUILDING, 17 BATTERY PLACE, NEW YORK, NEW YORK 
TELEPHONE BOWLING GREEN 9701 
NEW YORK TERMINALS: PIER 52, EAST RIVER 
MONTREAL, P. Q. HAMPTON ROADS, VA. 
Ocean Dominion Steamships of Canada, Ltd. Chesapeake Shipping Company 
{itt Board of Trade Bidg. Citizens Bank Bidg. 
Montreal, P. Q. Norfolk, Va. 








The Cotton Concentration Company 


Incorporated 





Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 






Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


quipped with Sprinkler System Throughout. 






Reiavie Transportation at a Moment’s Notice. 






WP arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


ntegrity of Our Warehouse Receipts Is Unques- 
tioned. 


apacity of Tracks Serving Plants Over 500 Cars. 








Ettablishea System of Service. 





WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’] Manager 







GEO. SEALY 
President 
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“HARTMAN’S SERVICE” 


Freight Rates for Shippers 


Loose Leaf Publications Covering Freight Rates to 
Eighty Thousand Destinations 


; y. (EASTERN FREIGHT RATES 
Hartinall’S; WESTERN FREIGHT RATES 
CHICAGO GUIDE———— 
N accurate record of your transportation cost. No guess 
A work. Rates clearly and definately shown. Something 
every traffic department needs, 
What the Books Cover—Rates on classes from the see 5 
Cities in the East to destinations in Official and uthern 
Classification Territoriesare provided in “Eastern Freight Rates 
Class and Commodity Rates to destinations throughout the 
United States from points of origin in territory extending 
from the Atlantic Ocean on the East to the Missouri River on 
the West, are given in “Western Freight Rates”. 
Freight, Parcel Post and Express Rates applying from Chicago 
to Setieations in every State; also Procinaee of Canada are 
named in the “Chicago Guide”. 




















Any or all of the Publications listed above will be sent on approval 
without obligation. It is only necessary to return this 
coupon properly checked and endorsed. 


W. J. HARTMAN, Publisher, 732 Federal St., Chicago 
willing to examine your Publications as indicated below with the 
mata that within thirty days we will send you the subscription price 
or return the book (or books). 
OHartman’s Eastern Freight Rates 
CiHartman’s Western Freight Rates 
OHartman’s Chicago Guide 










We Save Money for 


Out Average 
of Shippers 


We save money for six out of every eight shippers 
that adopt the Signode System and provide a safer 
shipment for good measure. 


















There is a reasonable chance that we can save for 
you. If we can’t we'll tell you so. This coupon is 
the easiest way to start action. Please use it, there 
is no obligation. 










CONSOLIDATED STEEL STRAPPING CO., 
2613 North Western Avenue, Chicago, IIl. 1 
O Please send practical shipper to check up on my packing and 
shipping costs. 1 
Cj Send catalog No. 14 containing practical suggestions for 
shipping. 


















ie eee ee ee ee ee ee ee ee 
eee ee ee ee 


Consolidated Steel Strapping Co. 
2613 N. Western Ave. Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire reinforcement, in box stra » 
pail clasps, clutch nails, tag a crt 
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to pay complainants reasonable compensation therefor. Ask that 
deferidants be required to perform services or make reasonable 
allowance to complainants and reparation. 

No. . arty een Printing & Carton Co., Chicago, Ill., vs. A. C. & 

- et al, 

Rates and charges in violation of first three sections of the 
act, on boxes or cartons, fiberboard, pulpboard or strawboard 
without wooden frames, corrugated or other than corrugated, k. 
d., printed or imprinted or not printed or imprinted, straight 
carload and also in mixed carload with adding machine paper, 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic orld. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 10—Greensboro, N. C.—Examiners Hill and Glenn: 
20928—Froeber-Norfiect, Inc., et al. vs. Sou. Ry. et al. 


September 10—Kansas City, Mo.—Examiners Carney and Mackey: 
1125—Manhattan Oil Co. vs. A. T. & S. F. Ry. et al. 


September 10—Minneapolis, Minn.—Examiners Johnston and Crowley: 
21003—State of North Dakota, doing business as State Mill and 
Elevator Assn., vs. C. G. W. R. R. et al. 


September 10—Steubenville, O.—Examiner Binkley: 
21046—Buckeye Rolling Mill Co. vs. B. & O. R. R. et al. 
September 10—Decatur, Ill.—Examiner Clarke: 
21090—A. E. Staley Mfg. Co. vs. T. & N. O. R. R. et al. 


September 10—Jackson, Miss.—Examiner Pyle: 
20772—Jackson Traffic Bureau vs. C. M. St. P. & P. R. R. et al. 
21143—Jackson Traffic Bureau for Jackson Fertilizer Co. vs. A. B. 
& C. R. R. et al. 
September 10—New York, N. Y.—Examiner McGrath: 
21006—Ajax Paper Mills, Inc. (W. E. Greenwood and Vincent R. 
Hann, receivers) vs. Penna. R. R. et al. 
September 10—Washington, D. C.—Examiner Curtis: 
1056—The Beacon Milling Co., Inc., vs. N. Y. C. R. R. et al. 
 y oe No. 1)—Flory Milling Co., Inc., vs. D. L. & W. R. R. 
et al. - 


September 11—Washington, D. C.—Examiner Weed: 

* Finance No. 6901—Application Atlantic & Northwestern R. R. fori 
authority to construct a line of railroad in Charleston & Berkeley 
counties, S. C 

September 11—Columbia, S. C.—Examiners Hill & Glenn: 

1. & S. 3124 (and lst and 2nd supplements)—Routing via Hampton 
& Branchville R. R. on traffic between C. F. A. territory and 
points on A. C. L. R. R. in S. C. 


September 11—Kansas City, Mo.—Examiners Carney and Mackey: 
50946—Brown County Oil Co. et al. vs. A. & S. Ry. et al. 


September 11—Jackson, Miss.—Examiner Pyle: 
21142—Jackson Traffic Bureau vs. A. C. L. R. R. et al. 


September 11—New York, N. Y.—Examiner McGrath: 
20457—John E. Booth Lumber Corp. vs. Cent. Vt. Ry. et al. 

September 11—Atlanta, Ga.—Asst. Director of Traffic Pitt: 

* Fourth Section Application No. 13250, filed by Miss. Cent. R. R. 

September 12—Galveston, Tex.—Examiner Fleming: 
20552—Southern Traffic and Audit Assn. vs. M.-K.-T. R. R. et al. 
21038—Southern Traffic & Audit Assn. vs. I.-G. N. R. R. et al. 


September 12—Madison, Wis.—Examiners Johnston & Crowley: 
15030 (Sub. No. 1)—Oscar Mayer & Co. vs. N. Y. C. R. R. et al. 


September 12—Kansas City, Mo.—Examiners Carney and Mackey: 
40958—White le Oil & Refining Co. vs. A. T. & S. F. Ry. et al. 
14958—A. B. A. Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
a Oil Co. vs. A. T. & S. F. Ry. et al. (further 

earing). 
14750—North Platte Light & Power Co. vs. A. T. & S. F. Ry. et al. 

Sebtember 12—New York, N. Y.—Examiner McGrath: 
21091—-Sawbrook Steel Castings Co. vs. C. B. & Q. R. R. et al. 

Coptembes 12—Amarillo, Tex.—Examiner Fiedler: 

072—Perryton Equity Exchange et al. vs. A. T. & S. F. et al. 

September 12—Detroit, Mich.—Examiner Binkley: 
30923—-Commercial Milling Co. vs. G. T. W. Ry. et al. 

Sept Or 12—Washington, D. C.—Examiner Curtis: 

723—The F. J. Lewis Mfg. Co. vs. A. C. & Y. Ry. et al. 


September 12—Chicago, Ill.—Examiner Fuller: 

13535—Consolidated Southwestern Cases. 

14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

15463—St. Louis Chamber of Commerce vs. A. & R. R. R. et al. 

|. & S. 2097 and 2271—Rates to Southwestern Destinations (further 
hearing, respecting lawful rates on stoneware, in carloads, from 
and to points embraced in respective proceedings). 


September 13—Washington, D. C.—Examiner Davis: 

Finance No. 7084—Application of Pacific Telephone & Telegraph Co. 
for a certificate that the acquisition by it of control of the Con- 
solidated Utilities Co. by purchase of capital stock will be of 
advantage to the persons to whom service is to be rendered and 
in the public interest. 


Finance No. 7085—Application of Pacific Telephone & Telegraph Co. 
for a certificate that the acquisition by it of control of the Corona 
Home Telephone & Telegraph Co. by purchase of capital stock 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 

Finance No. 7091—Joint Application of the Milford Home Telephone 
Co. and Michigan Bell Telephone Co. for a certificate that the 
acquisition by the latter company of certain telephone properties 
of the former company will be of advantage to the persons to 
whom service is to be rendered and in the public interect. 

* Finance No. 7098—Joint Application of Mountain States Telephone 
& Telegraph Co. and Salina Telephone-Co. for a certificate that 
the acquisition by the former company of the properties of 
the latter company will be of advantage to the persons to 
whom service is to be rendered and in the public interest. 


September 13—Washington, D. C.—Examiner Davis: 
* Finance No. 7100—Joint Application of Bell Telephone Co. of Penn- 
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ice cream can linings, printing paper, other than newsprint 
wrapping paper, plain or waxed, printed or not_printeg ‘:“™% 
Menasha, Wis., to points in Indiana, Kentucky, Michigan, \ 
York, Ohio, Pennsylvania, West Virginia and other states’ New 
rates for future and reparation. + Asks 
No. a Bisbee Linseed Co., Chicago Heights, IIl., vs. Santa 7, 
et al. 
Rates in violation of section 1 of the act, on linseed jj, 
Chicago Heights, Ill., to Galveston, Houston and San Antow 
Tex. Asks reparation. Onio, 





sylvania and Red Bank Telephone Co. for a certificate that th 
acquisition by the Bell Telephone Co. of Pennsylvania of certais 
properties of the Red Bank Telephone Co. and acquisition by 
latter company of certain properties of the former will be | 
advantage to the persons to whom service is to be rendereg and 
in the public interest. 
September 13—Chicago, Ill.—Examiner Fuller: 
13535—Consolidated Southwestern Cases. 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et qj 
14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 
a Louis Chamber of Commerce et al. vs. A. & R. RR 
et al. ‘ 
1. & S. 2097 and 2271—Rates to Southwestern Destinations (furthe 
hearing, respecting lawful rates on canned goods, in carloads 
from and to points embraced in respective proceedings). : 
September 13—Chicago, Ill.—Examiner Johnston and Crowley: 
20914—Illinois Oil Co. vs. Santa Fe et al. 
20731—Carnation Milk Products Co. vs. C. M. St. P. & P. R. R. etal 


September 13—New Orleans, La.—Examiner Pyle: 
127—Southern Pine Assn. et al. vs. A. & R. R. R. et al. 


September 13—New York, N. Y.—Examiner McGrath: 
20906—W.. H. Daugherty & Son Refining Co. vs. B. & O. R. R. 


September 13—Rock Island, Ill—Examiner Clarke: 
1099—Rock Island Chamber of Commerce, Traffic Bureau, et a) 
vs. C. & N. W. Ry. et al. 
September 14—New York, N. Y.—Examiner Harraman: 
* 1, & S. 3158—Handling charges on green hides and sheep pelts at 
Virginia, South Atlantic and Gulf ports. 
September 14—Washington, D. C.—Examiner Curtis: 
I. & S. 3154—Cement from Martinsburg, W. Va., and Security, Md, 
to H. & F. R. R. stations. 


September 14—Oklahoma City, Okla.—Examiner Fiedler: ; 
Il. & S. 3143—Petroleum from Colorado, Tex., to Louisville, Ky, 


September 14—Atlanta, Ga.—Examiners Hill and Glenn: 
1035—Virginia Cellulose Co. vs. Southern Ry. et al. 


September 14—Washington, D. C.—Examiner Molster: 
Finance No. 6790—Application Nicholas, Fayette & Greenbrier R. R. 
for authority to construct a line of railroad from Swiss to Nallen, 
W. Va., and to issue capital stock and promissory notes; joint 
application of N. Y. C. R. R. and C. & O. Ry., for authority to 
acquire control of Nicholas, Fayette & Greenbrier R. R. 
purchase of capital stock and by lease of its properties; ap- 
plication C. & O. Ry. for authority to construct and operate a 
line of railroad in Fayette and Nicholas counties, W. Va., and 
to operate over a part of the railroad of the Kanawha & West 
Virginia R. R. in Nicholas county, W. Va. 
September 14—Chicago, Ill.—Examiners Johnston & Crowley: 
20911—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 
21007—Chicago Bridge & Iron Works vs. C. R. I. & P. Ry. et al. 


September 14—New York, N. Y.—Examiner McGrath: 
Portions of Fourth Section App. Nos. 2060 and 2073, filed by Agent 
J. F. Tucker, relative to rates on zinc dross, ashes, skimming 
and residues from C. F. A. territory to Phillipsburg, N. J., etc. 


September 14—Traverse City, Mich.—Examiner Binkley: 
20237—Johnson-Randall Co. et al. vs. A. A. R. R. et al. 

September 15—St. Louis, Mo.—Examiners Carney and Mackey: 
50940— Robert Gaylord Co. vs. C. C. C. & St. L. Ry. et al. 
20955—Indiana Coke & Gas Co. et al. vs. C. C. C. & St. L. Ry. etal 


September 15—Atlanta, Ga.—Examiners Hill and Glenn: 
12—Fulton Bag & Cotton Mills vs. Southern Ry. et al. 
September 15—Chicago, Ill.—Examiners Johnston & Crowley: 
20939—Hyman-Michaels Co. vs. S. A. L. Ry. et al. 


September 15—Oklahoma City, Okla.—Examiner Fiedler: 
ee “hn Williamson-Hazell-Frasier Co. et al. vs. O. S. L. RB 
et al. 


September 15—New York, N. Y.—Examiner McGrath: 
|. and S. No. 3133—Storage-in-transit at New Jersey points. 


September 17—Fort Worth, Tex.—Examiner Fleming: : 
* 1, & S. No. 3161—Routing of grain and grain products transited a 
points on A. T. & S. F. Ry., G..C. & S. F. Ry. and P. & S. F. Ry. 


September 17—New York, N. Y.—Examiner Bardwell: 
14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
15463—-St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al 
1. & S. 2097—Rates to Southwestern Destinations. 

l. & S. 2271—Rates to Southwestern Destinations (further hearins. 
respecting lawful rail-ocean, ocean-rail, and rail-ocean-rail rates 
for application from and to the points embraced in respective 
proceedings). 


September 17—St. Louis, Mo.—Examiners Carney and Mackey: 
20913—Texas Cement Plaster Co. vs. K. C. M. & O. R. R. of Tet 


et al. 
21050—Schaefer Griffin Co. vs. C. C. C. & St. L. Ry. et al. 


September 17—Atlanta, Ga.—Examiners Hill and Glenn: 

1. & S. 3127 (and ist, 2nd and 3rd sups.)—Hosiery from Souther! 

= _ points in Southern, Official and Western Classification 
territories. 


September 17—Washington, D. C.—Examiner Curtis: R 
19486 (and Sub. 1)—North American Cement Corp. vs. B. & O. B. 
et al. 
(Further hearing.) 


September 17—Jackson, Mich.—Examiner Binkley: 


21139—Northern Indiana Brick Co. vs. C. C. C. & St. L. Ry. et # 
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TLE ROCK, ARK. | 


Office, Display and Storage Space 


Festa in the heart of Little Rock’s jobbing district, 
ty 


A Modern Warehouse 





this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and s@ on. 
Equipped with every modern loading unloading device and 


enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
— Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 

















DENVER, COLORADO 









FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2¢ 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and weuld suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DALLAS, TEXAS 


72,000 Sq. Ft. Floor Space 
< For Lease 
or Sale 


Four stories, two units, 
private siding, nine-car 
spot, fireproof, sprin- 
kler system. Very low 
rate insurance. In 
= wholesale district. 


E. B. DOGGETT 





woe 
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PANAMA MAILS. 8S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 





S. S. VENEZUELA............... Sept. 22 Sept. 24 
S. S. GUATEMALA .............. Oct. 6 Oct. 8 
S. S. ECUADOR ...............0- Oct. 20 Oct. 22 
S.S. COLOMBIA ................ Nov. 10 Nov. 12 


Also regular sailings fer Mazatlan, Champerico, San Jese de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, yr 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) 
Buenaventura. 


Trens-Shipment at Panama for Seuth America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 


West Coast Mexican and Central American ports. 


—OFFICES— 
140 S. Dearbern St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 


10 Hanover Sq., New York, N. Y. 548 S. Spring St., Les Angeles, Cal. 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 




















Fast as 


United States 
Mail! 


SPEED your shipments to North China, 
South China and The Philippines on 
** President Liners” — mail carriers to the 
Orient because of fast service. There’s a 
sailing from Seattle over the short route 
every other Saturday. Arrivals every alter- 
nate Monday. Thru bills of lading issued 
to all Oriental ports. 
Seven express “Cargo Liners,” sailing on 
regular, dependable schedule to serve you to 
Takubar, Dairen, Tsingtao, Amoy, Iloilo, Cebu. 















T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
R. W. BRUCE, Gen. Agt. 
1 Dearborn St. 


W.G, ROCHE, Inc, Gen. gt. 
1714 Dime Bank Bidg. 10 So.. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, W: 


76 offices in 22 countries at your service 


American Mail Line 
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Se 
Se Bomber a. Ala.—Examiner Pyle: Fourth Section Appl. 4327, filed by C. St. P. ~< O. Ry. 
a = ot mead of Commerce and Business League vs. A. ~~ Se, Appl. 555, filed by Me. Cent. R , Sonterset RY. ang 
y. eta Jas ° y. 
18456—Meridian Traffic Bureau vs. A. & V. Ry. (wil 
Portions of Fourth Section App. Nos. ay et all, * fled by A. & V. September 18—St. Louis, Mo.—Examiners Carney and Mackey: a 
Ry. et al. at i e~ yr ee Valley Farm Equipment Assn. et al. B. & 0 
Poptemsber 17—Omaha, Neb.—Examiner Clarke: 
21058—Erwin Ingram et al. va. A. T. & &. F. By, on on 19494—Federated Metals Corp. vs. T. C. Ry. et al. 
20165—Baker Ice Machine Co., Inc., et M vs. . & S. F. Ry. et al. 
Soptember Lage ante Y: he wy gg ay = e: a. — —_ . ; 
arolina Bagging Co. vs. S. A. L. Ry. et . 
20131—Kelley Weber & Co., Ltd., vs. Texas & New Orleans R. R. ff Chicago’ s and Kansas City’ « Most Modern Warehouses 
September 17—-New York, N. Y.—Examiner McGrath: MERCHANDISE STORAGE ano 
20734—New Jersey Coated Paper Co. et al. vs. Penna. R. R. et al. j 
September 17—Atlanta, Ga.—Examiners Money and Esch: 
17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- =. _— POOL CAR CAR DISTRIBU I ION 
ucts and Related Articles. 
.- = = vo ge a eS SS ee — 
outhwestern territory entra stern an outhern terri- 
a an TERMINAL WAREHO 
& S. No. 2820—Vegetable Oils and related articles in Official USES 
1, Classification territory. CHICAGO, ILL. KANSAS CITY, MO. 
S. No. 2384 ‘Vegetable Oils and Oil Foods from Texas to Ft. ——— . 
| Fa - Ind., and Buffalo, N. Y. 
1. & S. No. 2926—Vegetable Oils in Official Classification territory. 
eo sia ne ae Oils and related articles in Official 
sification territory WwW 
1. & S. o, Se Cotenaeed from La. Ry. & Nav. stations to Shreve- e Bind The | rattic World 
port he Bossier City, La 
* pena {eles ang Ohio diver getaways” ofesT™e Som SW: Ot yp SUC Backram for $225 Per Vohame (26 Nemben 
poin ss. an o River eways, 
1a "S.No. 3067—Cottonseed and other Gotan Oils from the eal ohame (26 ) 
Southwest to interstate points Prompt Service and Quality Work 
1. & S&S. a siee-—Cottonseed and he nae ote from Texas Com- We also Bind All Kinds of =o emma 
mon a n o Baltimore, an oston, ass. 
I. S. S. No. 3121—Cotton Linters from the Southwest to interstate The Book Shop Bindery 
n 
14884" American Linseed Co. vs, B. R. & P. ot al. 350-364 West Erie Street Chicage E 
4683—Spencer Kellogg & Sons vs. B. R. & P. eta 
1o1zs Te terne tional egetable Oil Co. et al. vs. A. .' R. R. R. et al. 
16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. D 
1eopa South & ea Catt ooh” Cc t al. A. & S. et at 
thlan ‘otton 0. e vs. et at. 
a es bo vs. Pia & a tg i i ts al L. MERCHANDISE STORAGE and 
6928—Manufacturers’ Assn. 0 cago Heig vs. et a 
bg - Sub. No. 1)—American Linseed Co. et al. vs. N. Y. S. P( IOL CAR DISTRIBU I ION 
- et al 
17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 
17467_—Hunphreye. Godwin Co. Inc. va, A & o et, 7" Warehouses Lecated im Heart ef Railread District and Jebbing Trade 
18026—Arkansas Cotton Seed ‘Crushers’ Assn. vs. C. & Y. et al. 
18379—Texas Cottonseed Crushers’ Assn. et al. he ~ & R. et al. FEDERAL COMPRESS & WAREHOUSE COM PANY 
ies —nictris®coitee"geea Canes ash, Sa, eK. RR 
—Alabama Cotton See rushers’ sn. vs. 
18890—Lever Brothers Co. vs. B. & ‘™ et al. 689 South Front Street, MEMPHIS, TENN. P 


18935—East St. Louis Cotton Oil Co. vs. A. & S. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. c iz L & P. et al. 
190868—The Blaton Co. vs. A. & V. Ry. et al. 
19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 

165—Procter Gamble Mfg. Co. vs. A. & R. R, et al 


19 & . Co. vs. A. & B. B. R. R. . D Y K N 
19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ oO ou hnow That we 


Assn. et al. vs. Apache Ry. et al. 


rrr. 49h | (i) Ratennccetmenet 1S Seats 
{ee76—Bouinern Cotton Oi Gor ver Ann Avot et al wT i 
i9so5—Southern ‘Cotton Oil ge may hg ye ‘a. -cesaleadageiaay JOS STOCKTON TR ANSFER Co C 
19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. . . 














19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 
19561 (and Sub. No. 1)—Rome Soap Mig. Co. va, G.I. & W. et al mnnnnmmnentatnentd ESP Ge Coened Geet, Seung 
raco Milling Co vs. A. & %. Ry. et al. 
—, (and Sub. No. 1)—Wilson & Co., ine. of Oklahoma vs. B. & 0. 
20142—Portsmouth Cotton Oil a. a Co. vs. A. e. R. 7 al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. When in Washington, Eat Well Seasoned, Home Cooked Food at 
(Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. et al c 
s007e- Pittsburgh Plate Glass Co., Taneeed Oil Division, vs. Santa Fe 
er THE AVENUE CROWN 

21138—Armour & Company vs. A. & S. et al. 
21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

ton linters and cottonseed hull fibre or shavings; cottonseed ‘meal, 

cake, etc.; and other vegetable oils. 

HAVE your freight bill audited for overcharges by our rate 

experts. No service fee. Our commission only 40 per cent. Freight 


19642—Elberton Oil Mills vs. Va. & Caro. Sou. R. R. et al. 
20068—G 
al. 

20130--Buckeye Cotton Oil Co. et al. vs. A. & R al. WA ~ H I Ni G S oO Ni a D. c. 
6—Armour & Company et al. vs. ** & S. - -« 

21010—Swift & Co. vs. A. & S. et al. Across the Street from I. Cc. c. BLDG. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- ~~ meee 1727 Penna. Avenue N. W. 
POSITIONS WANTED OR OPEN egreinaptotacg i stene 

Bill Inspection Bureau, 7851 Lowe Ave., Chicago, IIl. 





TERMINAL 


cnt ‘managing “department. Desire ‘connection with “greater possi. AICSLOS BETTER BUSINESS 
ent managing department. Desire connection with greater possi- ES0/4.0DS (—/ TTE. BUSINESS 


bilities. Can furnish excellent references. Address F. M. C. 122, care Nz =a 100-0 el -n  e-0 2 eo OlOn—a) i cee-O.)- Moltcm a-s0-Temaln 1c) 


TRAFFIC MANAGER—Fourteen years’ experience, rates, routes, 





Traffic World, Chicago, Il. 


PHILADELPHIA, PA. 


DELIVERY 








UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 
Complete op ry Service | tstabiished 1967 1004-26 Spring Garden Street 


WAREHOUSING Dally Delivery Service im Philadelphia and te 250 Surrounding 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET S&T. 
Phone, Main 3840 Telephone State 8635 
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"Reduced Freight Rates” 
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CARLOADING & DISTRIBUTING CO: 


OWNED 


UNITED STATES FREIGHT COMPANY 


s\ . . 
‘Less Than Carload Freight Service : 






QUALITY 


IN FREIGHT SERVICE 


The term quality as applies 
to less than carload trans- 
portation, can be defined as 
quick service, at low cost, 
with efficient operation. 


These features as found in 
Universal Freight Service 
today did not just happen. 


They are the result of a 
definite policy developed 
and supervised by a care- 
fully trained and experienced 
personnel. 


BUILT UP TO A STANDARD 
NOT DOWN TO A PRICE 


BS 


For Rates or turther information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 
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The Bett Railway Company 
of Chicago 














That portion of the Chicago Switching Dis- 
trict directly served by The Belt Railway 
Company of Chicago is rapidly becoming 
industrially occupied. 


Character of B. R. C. Service 


All traffic safely and expeditiously 
handled 


Readily accessible desirable 
industrial locations 





We welcome opportunity to submit a survey of desirable 
industrial locations served by 


THE BELT RAILWAY COMPANY OF CHICAGO 
INDUSTRIAL DEPARTMENT 
Phones Harrison 3689-3690 DEARBORN STATION, CHICAGO, ILL. 
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Manufacturing Plants and Warehouses 
Chicago Switching District 
AT LOW RENTALS 


Pi fe SERIE nC aca ar 
age m3 ae +5 










Designed?and built,to suit particular requirements of occupant 
LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Less Than Carload Service In and Outbound 
Universal Carloading and Distributing Service 
Chicago Rate Basis 
Open Shop Labor Conditions 
Convenience of Location for Local Trucking to Points in and Around Greater Chicago 
Sewers, Water, Gas, Electricity and Paved Streets 
Chicago Street and Mail Address 














Out of town firms are invited to ask for particulars relative to savings through location 
of branch plant or warehouse in this District. 
Information would include probable building costs or rentals (without obligation). 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 






91 PLANTS AND WAREHOUSES NOW OPERATING IN THE DISTRICT 
(49 OF THEM LOCATED IN THE PAST 4 YEARS) 






The Clearing Industrial District 
OF CHICAGO 
1007 First National Bank Building 
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Points of Operation 
on a 





Strategic 





At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


W. B. McKINNEY, Sec’y and Treas. 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 

G. M. Richardson, Gen’| Manager & Treas. 

10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, INC. 

J. A. Moore, Manager 

Norfolk, Va. 
KEYSTONE WAREHOUSE CoO. 

W. S. Bishop, Gen’l Manager 

Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ i sansa Co. 


Snowden Henry, Sup 
10 Chestnut Street, Philadelphia 





RICHARD D. JONES, Western Traffic Mgr. 
. 1646 Transportation Bldg., Chicago 









% ALLIED INLAND WAREHOUSES 


HARVEY C. MILLER President 


COMMERCIAL TRUST BLDG.PHILA.PA. 
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Pp: New York 
The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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SHIP BY BARGE! 
via THE OPEN GATEWAY TO THE SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 20%. Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment. 





Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


os  _ 25 Broadway, New York City, N. Y. TELEPHONE 


BOWLING GREEN 0495 
N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Cemmerce Building BONDED CARRIER 
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The Rush Shipment 
for the Special Sale 


By MAC 
Shippers’ Traffic Man 


One of our customers in the Northwest bought 
goods for his big special sale and advertised them 
before they were shipped. That’s the way they do 
things these days. 


We routed over the Soo Line from Chicago west, 
and I was almighty glad I did. The Boss was on 
my neck often, wanting to know where those goods 
were. 





They arrived on time. But the big thing to me 
during those hectic days was that I could get 
quickly from the Soo Line representative the 
needed information about where that shipment 
was and when it was due to arrive. That was 
service and then some. 


How did he do it? Why, the Soo Line takes ex- 
tra care in collecting their passing reports; and 
I’ll tell the busy world that information was a big 
help to me. 


To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
ers’ export declaration made in triplicate. 
his document must be delivered to railroad 
agent at initial point with the shipment and 
accompany same to Canadian port of entry. 
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y SPOKANE ALWAYS DEPENDABLE one MANITOWOC 
FREIGHT SERVICE 
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AGENCIES 


CHICAGO 


Boston, Mass., 40 Central St. 


Los Angeles, Cal., 530 Van Nuys Bldg. 


Buffalo, N. 


Chippewa Falls, Wis. 

Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bl 
Detroit, Mich., 2243 First National 


Indianapolis, Ind., 430 Merchants 
Kansas City, Mo., 723 Walnut St. 


dg. 

Bank Bldg. 

Duluth, Minn., 408 West Superior St. 

Grand Rapids, Mich., 1001 Grand Ra a _ Bldg. 
a 


Y., 504 Iroquois 
} Bldg. 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. 


Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th 
St. and Marquette Ave. 
Neenah, Wis. 
New York, N. Y., 1550 Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


St. Louis, Mo., 2050 Railway 


Exch. g- 
St. Paul, Minn., 1112 Merchants National 
Bank Bidg. 
San Francisco, Cal., 681 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bite, 
Spokane, Wash., 1006 Old Nat’l Bank Bidg. 
Superior, is. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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CHICAGO HEIGHTS, ILLINOIS |] 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 


flat Chicago freight rates outbound and inbound 
to and from all parts of the country; 


Chicago switching district freight rates on 
. intra-district traffic; 


Indiana and Illinois coal fields nearby ; 
Electric power. 


‘It is near the center of population of America. 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district. 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 


Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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The Symbol of Service 


























The Hoffman Gravel-Washing Plant at South Bend 


Industrial South Bend 


on the C.S.S. &% S. B. R. R. 


South Bend, Indiana, eastern terminal of the South Shore 
Line, deserves its name as a growing industrial community. 
Among its newer enterprises, served by side tracks of this 
railroad, is the Hoffman gravel-washing plant, which is in 
the business of providing not only all grades of sand and 
gravel, but ready-mixed concrete as well. 


In this busy city of Northern Indiana, overnight from 
Chicago and the great Calumet Industrial District, there is 
room for many more industries. South Shore Line service, 
available to the seeker of industrial location, provides third 
morning delivery to the cities of the Central Northwest. 


Traffic Department 


79 West Monroe Street, Chicago 
Phone Central 8280 


301 N. Michigan Street, South Bend 
Phone 2—5764 
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Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 


(Continued from Sept. 1st issue) 
CHAPTER VIII 


Money All Repaid 


The Central Pacific re- 
paid every cent of princi- 
pal and interest that was 
advanced by the govern- 
ment to aid in its con- 
struction. 

The Pacific Railroad bill 
provided for the “construction of a rail- 
road and telegraph line from the Missouri 
River to the Pacific Ocean,” a distance of 
about 2,000 miles, and crossing the Rocky 
and Sierra Nevada mountains. 

The part of this work assigned to the 
Central Pacific Railroad Company of Cali- 
fornia was “to construct a railroad and 
telegraph line from the Pacific Coast at 
or near San Francisco or the navigable 
waters of the Sacramento River to the 
eastern boundary of California.” 

The act gave the company the right to 
extend the road from Sacramento to San 
Francisco with “all rights, grants, dona- 
tions, etc., given to that portion of the 
line west of the western base of the 
Sierra Nevada mountains.” 

The government gave the company a 
right of way 200 feet on each side of 
the railroad across all government lands, 
as well as the grounds necessary for sta- 
tions, machine shops, and other neces- 
sary structures, and the privilege of tak- 
ing earth, stone, timber and all other 
available material for construction from 
government lands adjacent to the road. 

Judah pointed out that the government 
grant of such a wide right of way was 
very liberal and most advantageous to 
the* company, in that it precluded the 
possibility of building a parallel road for 
the same route without at many points 
occupying Central Pacific lands. 


The act gave the company every alter- 
nate section of public land, designated by 
odd numbers, to the amount of five sec- 
tions per mile on each side of the rail- 
road, or 6,400 acres. Mineral lands were 
excepted, but it was provided that, where 
mineral lands contained timber, the tim- 
ber should go to the company. 

The lands were to be turned over to 
the company as the road was completed; 
no lands to be turned over until 40 miles 
had been finished and approved, when 
patents would be issued for the lands on 
each side of the completed section. 

The government further agreed that 
with each addition of 40 miles the gov- 
ernment would issue to the company 
United States bonds of $1,000, to run for 
thirty years at six per cent, at the rate 
of $16,000 a mile. Through the foresight 
of Collis P. Huntington, there was in- 
serted in the act a provision providing 
that the government would pay the inter- 
est until the maturity of the bonds. 

In view of the tremendous expense in- 
volved in the mountain construction, it 
was agreed that the money advanced by 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


the government for the 150 miles east of 
the western base of the Sierra Nevada 
mountains should be on the basis of 
$48,000 to the mile. In consideration also 
of its distance from the base of supplies, 
the advance for that section eastward 
of the 150-mile limit between the Sierra 
and the Rocky mountains, was fixed at 
$32,000 to the mile. 

The government bonds were to be a 
first mortgage on the entire property of 
the company. 

The Central Pacific was required to 
complete 50 miles within two years of 
filing assent to the provisions of the act, 
to build 50 miles a year thereafter, ex- 
cept in the mountain region, where 20 
miles was fixed as the annual minimum. 
The act stipulated that the entire Pacific 
Railroad should be completed by July 1, 
1876, under pain of forfeiture, and that 
no other than American iron be used in 
the rails or in the construction and equip- 
ment of the road. 

The act also provided that all com- 
pensation for services rendered the gov- 
ernment should be applied to the pay- 
ment of bonds and interest until the 
whole amount was fully paid. It further 
stipulated that after the completion of 
the road and until the bonds and interest 
were paid, at least five per cent of the 
net earnings should be applied annually 
to the payment of the debt. 


Lincoln Kept Promise 


This act was not satisfactory to the 
organizers of the Central Pacific, but they 
accepted it on the assurance of President 
Lincoln that any modifications that were 
found necessary to make the government 
aid of practical service in getting a rail- 
road built would be made. This promise 
was kept, and in 1864, the act was 
amended in a number of important de- 
tails. 

The act of 1864 increased the grant 
of public lands to ten alternate sec- 
tions on each side of the railroad within 
the limits of twenty miles on each side, 
or 12,800 acres per mile; provided that 
the mineral lands excepted from the 
operation of the act should not include 
coal and iron lands; extended the time 
for completing the railroad to July 1, 
1877; reduced the annual minimum of 
construction to 25 miles of railroad a 
year; provided that only half the com- 
pensation for services rendered the 
government should be applied to the pay- 
ment of bonds; and simplified the financ- 
ing of the project by authorizing the 
issuance of two-thirds the amount of 
bonds upon a certificate from the chief 
engineer that a certain proportion of the 
preliminary work had been done, the 
remaining third to be issued on com- 
pletion of the 25 miles. : 

The most important modification wa 
that the act of 1864 authorized the com- 
pany to issue first mortgage bonds to 
the same amount as the United States 
(Advertisement) 


Vol. XLII, No, 1 















Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


bonds, and provided that the federal 
bonds should be subordinate to the com- 
pany’s bonds. Until this action was 
taken the company’s own bonds had 
little market value, as, under the act of 
1862, they were but second mortgages 
on the property. 

The act of 1862 granted the Central 
Pacific authority to build beyond the 
borders of California if the Union Pacific 
had not yet reached that far. The act 
of 1864 limited the construction to 150 
miles eastward of the California-Nevada 
border. This restriction was removed 
July 3, 1866, and the Central Pacific 
authorized to continue its eastern way 
until it met the Union Pacific. 

Before Judah left Washington the 
Pacific Railroad Committees of both 
Senate and House joined in a testimonial, 
thanking him for his ‘“‘valuable assistance 
in aiding the passage of the Pacific Rail- 
road bill through Congress.” The testi- 
monial, which was signed by forty-six 
congressmen and _ seventeen senators, 
concluded: . “Your explorations and sur- 
veys in the Sierra Nevada mountains 
have settled the question of the prac- 
ticability of the line and enabled many 
members to vote confidently on the great 
measure, while your indefatigable exer- 
tions and intelligent explanations of the 
practical features of the enterprise have 
gone very far to aid in its inauguration.” 

As soon as Judah saw the bill passed 
and signed by the president, and in 
order to avoid any further delays, he 
filed with the Secretary of the Interior 
maps of the general route of the road, so 
that the government lands with which 
the government agreed to aid in con- 
struction could be withdrawn from sale. 


Judah had been too active far too long 
to allow any grass to grow under his 
feet. He hastened to New York, and, 
finding that as a result of the war iron 
was rapidly advancing in price and there 
were so many orders in that mills were 
refusing to consider new work, he 
arranged with an agent to secure iron, 
locomotives and cars before the market 
advanced any further. Judah had no 
authority to make any contracts but was 
able to secure agreements to sell on the 
condition that his orders were not bind- 
ing until ratified by the Central Pacific 
Railroad Company. ; 

Although telegraphic communication 
had been established in the east since 
October 25, 1861, the directors of the Cen- 
tral Pacific Railroad Company of Cal 
ifornia got few details of the Dill until 
Judah’s return to California. In fact, 
their knowledge was practically con- 
fined to a brief telegram from Collis P. 
Huntington, who had followed Judah to 
Washington and was there during the 
final debate on the bill. 

Huntington’s telegram read: “We have 
drawn the elephant. Now let us see if 
we can harness him.” 


(To be continued in Sept. 29th issue) 
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